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The American Switch Co. 





Weir Fro Company, l 
Cincinnati, Aug. 7, 1899. 5 
To the Editor of The Railroad Gazette: 

We notice in your issue of the 4th inst., under 
the heading, ‘“‘The American Switch Company,” that 
you include this Company in the list of members. 
This is incorrect; we are not members of this Organ- 
ization. THE WEIR FROG COMPANY. 








The Canda 100,000-Lb. Car. 


Chicago, July 31, 1899. 
To the Editor of the Railroad Gazette: 

I notice in your issue of July 28 some discussion on 
the 50-ton box car built for the Southern Pacific Rail- 
way. I had my attention called to this car from the 
fact that the claim was made that the ratio of live 
to dead weight was as 3 to 1; I was accordingly much 
interested. On going over the drawings, however, I 
find this peculiarity, that the cubic capacity of the 
car is practically no greater than large numbers 
of 60,000-lb. cars running to-day. From my own ex- 
perience I should say that, with the exception of a 
few commodities, it is impossible, on account of cubic 
capacity, to load these 60,000-lb. cars to their marked 
weight capacity. Even in the case of wheat, it is a 
constant struggle with the wheat shippers to get a 
full 60,000 Ibs. of wheat in cars of 60,000-1b. capacity 
with a cubic contents practically the same as these 
so-called ‘100,000-lb. cars.” In the case of dry lum- 
ber, 45,000 Ibs. is an unusually heavy load. Wet oak 
can sometimes be loaded very close to the 60,000-Ib. 
capacity figure. Of course, if these cars are hauling 
ore or pig iron the load can be got into them; but, 
with the exception of commodities similar to these, 
the cars might just as well be stenciled ‘60,000 Ibs..” 

s ‘100,000 Ibs.”’ 

I will not go into a discussion as to whether these 
cars are built suitable to carry 100,000 lbs. of freight. 
So far as these particular cars are concerned, the 
question is immaterial, as undoubtedly 99% of the 
loads which it is possible to put in them will not be 
more than 60,000 lbs. It is not a difficult matter to 
Suppose that this car will carry 100,000 Ibs. and so 
stencil it, but it will be found to be a much more 
difficult matter to design a car which will carry 
100,000 Ibs. of lumber or grain, and the design of this 
latest car is far from settling the problem. 

ANOTHER S&. M. P. 











Pneumatic Interlocking —High and Low Pressure. 





Troy, N. Y., Aug. 4, 1899. 
To the Editor of The Railroad Gazette: 

In an article in the Railroad Gazette of July 21, 
headed ‘‘The Boston Southern Station,” by Mr. J. P. 
Coleman, of the Union Switch & Signal Co., the 
writer offers scme objections to the modern low- 
pressure pneumatic system of interlocking which are 
at variance with experience. Among other things he 
asserts that the cost of producing and transmitting 
the necessary power is less for high pressure then 
for low pressure pneumatic interlocking plants. He 
very truthfully says that the mechanical effects of 
high or low pressure air on a switch when the parts 
are properly proportioned are the same, and cleverly 
illustrates this by reference to wind pressures, but 
does not make any comparison as to the amount of 
energy required by the two systems. Let us do so. 

A 5-inch cylinder, the size commonly used to oper- 
ate a switch by the high pressure system, having 
9-inch stroke, contains, with air at 80 Ibs. pressure, 


1,120 cubic inches, or 0.65 of a cubic foot of free air. 
A 10-inch cylinder with air at 15 lbs. pressure will 
move the same switch equally well, and with 9-inch 
stroke it contains 1,412 cubic inches, or 0.81 of a cubic 
foot of free air. In order to compare the amount of 
power used we must introduce the element of time, 
and for this purpose we will assume one switch to 
be operated per minute. With the 5-inch cylinder 
this will require 0.65 of a cubic foot of air, com- 
pressed to 80 Ibs., necessitating a consumption equal 
to 0.996 h.p. The 10-inch cylinder requires 0.81 of a 
cubic foot, but compressed to 15 lbs. requires only 
0.405 h.p.; a difference of 0.591, or over 50% in favor 
of the low pressure. 

“The question of transmission is of very small mag- 
nitude (even in a very large plant) because the 
amount of power to be transmitted is so small, with 
either the high or low pressure system, that it is a 
distinctively negligible quantity. 

Of the mechanisms by which this power is ap- 
plied to switches or signals, Mr. Coleman says that 
those used for high pressure are much cheaper in 
construction and maintenance than those used with 
low pressure. The facts are that with high pressure 
cylinders, pressure is maintained in them at ail 
times, and greater care must be used in their con- 
struction to prevent unnecessary leakage, and more 
frequent renewals of the piston packing are neces- 
sary. Further, the valves and valve ports used with 
the high pressure are necessarily very much smaller 
than like parts with the low pressure system, and in 
consequence are much more liable to become clogged 
with sediment from the pipes, and will require more 
frequent inspection and cleaning. These facts seem 
to effectually dispose of his argument on mainte- 
nance. 

He describes briefly an old and obsolete method of 
high pressure pneumatic interlocking; using liquids 
in the pipes between the tower and switch; tells 
where this method failed, and gives some very gocd 
reasons why electricity was adopted as a means of 
communication between switch and tower. While 
these reasons are excellent when applied to the older 
systems, which he describes, they do not hold good 
at all when applied to the modern low pressure 
method. 

He lays much stress on the slowness of operation 
occasioned by the time required to discharge air from 
the cperating pipes. This was true of the old sys- 
tem, but the speed at which a switch or signal is op- 
erated by the modern system is: very much quicker 
than any possible requirements of train service; 
this, the most casual examination of a modern plant 
will demonstrate. 

The principle that the force which operates a 
switch should be maintained in action against it 
when the switch is at rest, is undoubtedly a very 
necessary one when applied to the electrically-con- 
trolled, high pressure system, because the controlling 
ports are very small and faulty operations are liable 
to result from leaks and sediment; also with the elec- 
tro-pneumatic system, it is necessary to retain the 
electric current in action in order to avoid unau- 
thorized and illegitimate operation of switches by 
stray electric currents; but in the modern system, 
pipes and ports are larger and there is no chance 
of a leak developing pressure in the switch cylinder 
to move it, nor is there a least chance of stray sir 
currents in the operating pipes. It is, therefore, per- 
fectly feasible to allow the switch cylinder and its 
operating and indicating pipes to remain at atinos- 
pheric pressure, and thus avoid having a large 
amount of pipe under pressure at all times. 

Mr. Coleman also speaks of switch indications and 
the danger of false indications in the all-air system. 
This is recognized by everyone familiar with power 
interlocking to be one of the most important ques- 
tions involved. There are several ways of svlving 
this problem, none of which Mr. Coleman mentions. 
It is only necessary to say here now, that the solu- 
tion used by the modern system has for its founda- 
tion the total elimination of the possibility of sim- 
ultareous pressure in pipes having opposing func- 
tions. F. L. DODGSON. 








Fast Running by the Pennsylyania Railroad to 
Atlantic City. 





In 1897 and 1898 some wonderful running was done 
on the Atlantic City line of the Philadelphia & Read- 
ing Railroad. The records were published in detail 
in those years, and have now become part of the 
history of railroading. The distance from Camden 
to Atlantic City, 55.5 miles, was run regularly every 
day for two months, with trains of five, six and seven 
cars, at speeds of from 69 miles an hour up to 74.4 
miles an hour from start to stop. During these runs, 
distances of 24 to 26 miles were made at rates any- 
where from 80 to 83 miles an hour repeatedly. This 
performance was made by the Atlantic type locomo- 
tives, Vauclain compound, built by the Baldwin Lo- 
comotive Works, which engines are now well known 
to the world; but it may be well to repeat some of 
the principal dimensions. Their cylinders are 13 and 
22 in. diameter by 26 in. stroke; the drivers are 84% 
in. diameter; the total heating surface is 1,836 square 
feet; the weight on drivers is 78,600 lbs. in the en- 
gines first built, and about 7,000 Ibs. more in the later 
ones, 


This year the Pennsylvania Railroad Company has 
put in service on its Camden-Atlantic City run an 
Atlantic type engine, built at the Altoona shops, de- 
scribed in our issue of July 7 and known as Class E 1. 
This class of engine is simple, with 214%x26 in. cylin- 
ders and 80 in. drivers. The total heating surface is 
2,320.4 square feet, and the weight on drivers is 
101,550 lbs. A record of a performance on the New 
York Division was given in our article descriptive 
of the locomotive. Below are particulars of three 
runs made by this engine between Camden and At- 
lantic City. It will be seen that in one of these, a 
distance of 58.3 miles was made at 69.3 miles an hour, 
with eight cars on, and a rate of 83 miles an hour 
was maintained for 24.9 miles. 

July 18, 1899. Class E-1 locomotive. 

Camden to Atlantic City. 

Train of 7 cars—1l parlor, 1 club, 1 combined, 4 coaches. 

Weight of train empty, 466,100 pounds. 

Number of passengers on train, 317. 

Distance from Camden to Atlantic City, 58.3 miles. 

Running time, 51 minutes. 

Rate of speed for whole distance, 68.6 miles an hour. 

From Winslow Junction to Absecon, distance 24.9 
miles, time 18 minutes, or at rate of 83 miles an hour. 

From Winslow Junction to Drawbridge, distance 30.6 
miles, time 23 minutes, or at rate of 79.8 miles an hour. 

July 20, 1899. Class E-1 locomotive. Train No. 269. 

Camden to Atlantic City. 

Eight cars—1 parlor, 2 club, 1 combined, 4 coaches. 

Weight of cars empty, 538,850 pounds. 

Number of passengers on train, 306. 

Distance from Camden to Atlantic City, 58.3 miles. 

Running time, 53 minutes. 

Rate of speed for whole distance, 66 miles an hour. 

From Winslow Junction to Drawbridge, a distance of 
30.6 miles, was made in 24 minutes, or at the rate of 
76.5 miles an hour. 

The largest number of cars heretofore hauled to At- 
lantic City on a similar schedule, either on the Atlantic 
City RR. (Reading) or the Pennsylvania Railroad, 
has been 7 cars. 

This run was made against a head wind. 

July 31, 1899. Class E-1 locomotive. Train No. 269. 

Camden to Atlantic City. 

Train of 8 cars—1 club, 1 parlor, 1 combined, 5 coaches. 

Weight of train empty, 526,650 pounds. 

Number of passengers on train, 369. 

Distance from Camden to Atlantic City, 58.3 miles. 

Running time, 50% minutes. ; 

Rate of speed for whole distance, 69.3 miles an hour. 

From Winslow Junction to Drawbridge, distance 30.6 
miles, time 22% minutes, or at the rate of 81.6 miles an 
hour. 

From Winslow Junction to Absecon, distance 24.9 
miles, time 18 minutes, or at the rate of 83 miles an 


hour. 


Train No. 269. 








B. & O. Southwestern New 50-Ft. Furniture Car and 
Freight Car Truck. 





The Baltimore & Ohio Southwestern has issued 
specifications for a 50-ft. furniture car having gen- 
eral dimensions as follows: 


Length inside of end girths............eseeseeees 50 ft. 0 in 
Length over end Sills ........cccccccccccccccccess ft. 10 in 
Length over sheathing ........ccccccccccccccces 50 ft. 11% in 
Length over running boards .........-..eeeeeeeeee 52 ft. 5 in 
WHEE, OVOF RIGO BIG cca cc ccccvccccccccccesccsecentas 9 ft. 5 in 
WHEE GWG GRICCETI aoa ons ccc cceccccccccccesens 9 ft. 6% in 
Width inside of side girths ...............eeeeeeee 8 ft. 9 in 
WHEE CL COGP COME dé cc csvccvsnceccccscvasccedss 7 ft. 0 in. 
Height between side sill and side plate......... 9 ft. 1% in. 
Height between end sill and end plate............ 9 ft. 0 in. 
Height from top of floor to carlines........... .. 9 ft. 4 in. 


Height from top of rail to top of running board, 

14 ft. 1% in. 
4 ft. 3% in. 
Height from top of rail to center of drawbar. 9 ft. 10% in. 
Height of door opening 8 ft. 11% in. 
Truck centers 40 ft. 10 in. 


Many details of the construction of the car are 
shown in the accompanying engravings. The side 
sills of the car are 5 in. x 9 in. and tennoned into the 
end sills with 1% in. double tennons, 1% in. shoulder 
and 3 in. space between the tennons. The %-in. 
rod which passes through side plate and side sill at 
door post secures the tie timbers to the side sill and 
takes one end of the truss rod queen post. A 4¥%-in. x 
2 in. x8 in. wrought iron chafing plate is fastened 
to side sill, over the body bolster, between the body 
truss rod and side sill, to prevent truss rod chafing 
side sill. 

The intermediate sills are 5 in. x 9 in. and tennoned 
similarly to the side sills. The outside intermediate 
sills are reinforced by wrought iron plates % in. x9 
in.x6 ft. long. These are cut out for the body 
bolsters and are fastened to sills by %-in. bolts. 

The center sills are the same dimensions and ten- 
noned into the end sills in the same manner as de- 
scribed for the side sills. The end sills are 8 in. in 
length by 9% in. deep. 

The side plates are 4 in. x 7 in. and mortised to re- 
ceive the posts. The %-in. rods which pass 
through the side sills and side plate have a 2 in. 
square wrought iron washer %-in. thick with a nut 
on top of the plate. The other end has a cast iron 
washer except at the body bolster and tie timbers. 

The end plates are 4 in. x14 in. and tapered to 8% 
in. at the end. The carlines are 2 in. x10 in. shoul- 
dered over the side plate with 14% in. shoulder. The 
purlines are 1% in. x3 in. 

The ridge pole is 3% in. x 5% in., the corner posts 
are 5 in. x5 in. tennoned into end sills with 1% in. 
single tennon and to the plate with 1 in. single ten- 
non. The door posts are 4 in.x6 in. and tennoned 


Height from top of rail to top of brake ae. 
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into the side sills and side plates with 1 in. single 
tennons. The body posts are tennoned into the side 
sills and side plates with 1 in. single tennon. The 
end body posts are 4 in. x 5 in. and tennoned into the 
end sills and end plates with 1% in. single tennon. 


The Burlington bolster consisted of top and bottom 
plates, 10 in. wide, the upper plate being above the 
center and intermediate sills and shaped near the 
ends to form brackets for the side sills. There was 
sufficient drop in the upper plate to permit the outer 
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50-Ft. Furniture Car, 60 000 Lb. Capacity—B. & O. Southwestern. 


The end body center posts and the end body braces 
are of the same dimensions as the end body posts. 
The braces extend from the end sills to underneath 
the end plate. 

The car has double girths. The side girths are 
4 in. x5 in. and gained 3 in. deep to receive the door 
and corner posts and 2 in. deep to receive the body 
posts and braces. The body truss rods are 1% in. 
round iron with 15% in. end fastened in the center 
with pressed wrought iron open turnbuckles. The 
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Sections of B. & O. Southwestern 50-Ft. Furniture Car. 


siding, end sheathing and inside lining are %-in. 
thick. The car is equipped with metallic roofing, and 
has Dunham side doors and end doors with open- 
ings 24 in. x33 in. The location of the end doors 
can be seen in the end elevation of the car, shown 
herewith. 

The cars are not to be loaded with wheat for more 
than 87 in. from the floor and 40 in. for corn. Buck- 
eye coupler No. 4 and the Westinghouse latest im- 
proved automatic air brake are specified. 

Body Bolster. 

An interesting detail of this car is the body bolster, 
which is shown by the accompanying engraving. In 
general, it is similar to the bolster used with the 
Chicago, Burlington & Quincy box cars illustrated in 
our issue of January 24, 1896, although the end con- 
nections are somewhat different. 






truss rods to pass between the bolster and the floor, 
while small plates were interposed between the truss 
rods and side sills, the same as in the present in- 
stance. In the Burlington bolster, however, each end 
of the lower plate had a bearing in the upper corner 
formed in the top plate, and the two plates were held 
together by two %-in. bolts at either end. The side 
sills were bolted to the brackets by both horizontal 
and vertical bolts, and the center sills were un- 
usually deep, each sill consisting of two 5-in. tim- 
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The draft rigging is put between the center sills 
and consists of the usual follower plates, pocket 
yoke and double-coil spring. The follower plates 
are held between lug castings, the front castings 
being bolted to the sills as well as bearing on the 
end sills; the rear lugs are bolted to the sills and 
bear against the ends of 2% in. x7 in. filling tim- 
bers, which in turn bear against the center castings 
of the body bolster. 

Truck. 

Specifications have also been issued by the B. & 
O. Southwestern for a freight car truck, No. 5. This 
truck is to be made for 60,000 lbs. capacity cars with 
4%, in. x 8 in. journals. The wheel base is 5 ft. The 
trucks are of the arch-bar type and both trucks 
under a car are equipped with inside brakes. 

The bolsters are compound, made of three pieces 
of white oak, the outside pieces of which are 3% inx 
7% in., the center piece 4 in. x 74% in. with two 1% in. 
x7 in. plates. The bolsters are bolted together with 
%-in. bolts and finished are 71% in. deep x 13 in. wide 
x7 ft. 5 in. long. 

The spring plank is of channel iron 12 in. wide x7 
ft. 5 in. long. The truck has metal brakebeams, the 
dimensions, style and maker to be decided on be- 
fore the contract is signed. 

The arch-bars and inverted arch-bars are 1% in. x 
4 in. and 1% in. x4 in. respectively. The pedestal 
tie bars are 5 in. x4 in. and made of best quality 
of wrought iron and drilled. 

The wheels are to be double plate and weigh not 
less than 600 Ibs. each. The M. C. B. standard steel 
axle with journals 44% in. x8 in. are used. The jour- 
nal boxes have cast iron journal bearing keys and 
pressed steel lids. 








A New Pile Driver of the Chicago, Milwaukee & St. 


Paul. 





The Chicago, Milwaukee & St. Paul recently built 
a new pile driver which has a number of novel fea- 
tures and this machine was fully described in a 
paper presented by Mr. G. W. Smith, Assistant Su- 
perintendent of Bridges & Buildings, before the 
Western Society of Engineers at one of the May 
meetings. The following has been taken from that 
paper, and is made to include the greater part of 
Mr. Smith’s discussion of pile driving: 

It may not be out of place to outline the essential 
features of a railroad pile driver as generally con- 
structed. First, there is the car: This differs very 
little from an ordinary flat car; it may be longer 
and lower, but the general construction is not varied. 
On this car is placed a driving deck, which carries 
the pile driver proper, and in some cases the hoisting 
machinery also. The pile driver must be so arranged 
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bers, one 9 in. and the other 6 in. deep, making the 
total depth of the center sills 15 in. 

It will be seen that the bolster used with the Balti- 
more & Ohio Southwestern cars is 9 in. deep at the 
center, between the upper and lower plates, and 
that the plates are each 8 in. wide. The brackets 
which carry the side sills are separate pieces shaped 
to engage the shoulders at the ends of the upper 
plate and fit between the two plates of the bolster; 
the three pieces are joined by two %-in. bolts at 
each end. Where the outer intermediate sills are cut 
out for the bolster the sills are plated on both sides 
with plates % in. x9 in. x6 ft. Filling castings are 
used between the sills which also form supports for 
the truss rods. The side sills are bolted to the end 
brackets by vertical bolts only and the center plates 
are malleable iron. 


Body Bolster of 50-Ft, Furniture Gar —B. & O. Southwestern 


that the leaders cr guides, between which the ham- 
mer travels, can be shifted laterally to the location 
where the pile is to be driven, and the leaders must 
be so arranged that they can be lowered when the 
ear is traveling, as they would otherwise interfere 
with overhead structures. The pile driver when ready 
for the road should come within the limits of width 
and height prescribed for general rolling stock. 

The use of a pile driver is necessarily associated 
with wooden bridges, of which the pile trestle is the 
most common type. The average life of this style 
of structure is only about nine years; hence the prob- 
lem of maintenance is one that must be met before 
a railroad is many years old. The construction of a 
new bridge of the same type is quite usually the 
solution. The following figures have been procured 
from the Bridge and Building Department of the 
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Chicago, Milwaukee & St. Paul, regarding wooden 
bridges on that road in 1895, and indicate the amount 
of pile driving incident to their maintenance. 


Total length of wooden trestles....93.7 miles. 

Total length of wooden trusses.... 8.3 miles. 

Total length of wooden bridges, 102.0 miles, 93% 
of all. 


The wooden truss bridges are included because in 
the great majority of cases piles must be driven to 
carry the track temporarily, while the new bridge is 
being erected. The number of wooden trestles con- 
structed without piles is so small as to be imma- 
terial, and the total length of wooden bridges named, 
implies the use of about 160,000 piles, and the re- 
newal on an average of 18,000 piles per year. Of 
course renewals cannot be uniformly distributed, and 
as a consequence in 1889 there were more than 28,000 
piles driven. Assuming that 20,000 piles are to be 
driven, preferably during the four months between 
frost and heavy fall traffic, and that one pile driver 
can drive 20 piles per day, or 500 per month, ten pile 


most common requirement is pile driving for re- 
newal. In this work the track is supported at all 
points by the old structure, and it is necessary only 
that the leaders may be shifted laterally to reach 
the piles in a bent, the extreme distance being not 
more than 6 or 8 ft. from the center of the track. 
The same is true for driving piles which are to serve 
for a temporary support for through truss spans, 
but the truss itself is an obstacle in the way of 
swinging the driving deck laterally as is usually done 
to shift the location of the leaders. The deck being 
about 9 ft. wide, and the clear space between trusses 
being usually but little over 14 ft., the leaders can 
only be shifted about 2% ft. before the corners of the 
deck strike the bridge. It is necessary that the outer 
piles of the temporary bents should be driven close 
to the inside of the truss, and consequently some 
special arrangement is required. The conditions can 
be met by using a set of leaders on an ordinary flat 
car, and shifting them around to suit the location of 
the piles to be driven, driving from the end or side 


traffic is of course entirely cut off, and it is of the 
utmost importance that the break should be bridged 
with the least possible delay. The primary require- 
ment is that, without track support, the pile driver 
should be able to reach far enough ahead to drive a 
bent to support the further end of a set of stringers. 
This having been accomplished, and the stringers and 
rail having been placed, the pile driver can advance 
until the front wheels of the car are over this bent, 
and can then reach out to drive the piles for the next 
bent. This process is repeated until the bridge is 
finished. All railroad pile drivers must be designed 
so this extension can be secured, and it is accom- 
plished in various ways. Some are built so that the 
leaders are always 12 ft. to 16 ft. beyond the front 
wheels of the car. This over-hang is very objec- 
tionable for several reasons, and designs which pro- 
vide the extension by setting the trucks back further 
from the front end of the car, or by moving the driv- 
ing deck ahead on the car are more desirable. By 
the use of stringers, which are longer than the dis- 



































Fig. 4.—Chicago, Milwaukee & St. Paul Pile Driver with Leaders Battered. 


drivers will be required. The railroad mentioned has, 
in fact, thirteen pile drivers, including two special 
drivers which will be mentioned later on. If all the 
railroads in the United States had pile bridges in the 
same proportion as the Chicago, Milwaukee & St. 
Paul, there would be required for the 200,000 miles of 
railroad about one pile driver for every 500 miles, or 
400 pile drivers for the whole. There would also be 
approximately 600,000 piles annually, representing 
when in place, an expenditure of $5,000,000. On more 
than one-half of the total mileage mentioned, the use 
of pile bridges is still a standard practice, and the 
figures given indicate that from the Engineer of 
Maintenance at least, the pile driver is entitled to 
consideration. 

In order to show the requirements which control 
the design of a pile driver and the value of certain 
designs as compared with others, a brief considera- 
tion of the service required will be of value. The 




















of the car as may be necessary. This is an awkward 
contrivance and is very unsatisfactory for any con- 
siderable amount of work, or on railroads where 
such work is required every season. <A very satis- 
factory machine for this class of work is a pile driver 
designed so that the center of revolution for the deck 
is over the forward truck of the car, and the circle 
described by the leaders has a radius of about 6 ft. 
The frame carrying the leaders should be movable 
so as to increase or decrease this radius within nar- 
row limits. Such a pile driver is very convenient also 
for driving piles close to a structure located alongside 
the track. 

The service just mentioned is only such as occurs 
in connection with the ordinary maintenance of 
bridges. It is in cases of emergency that a railroad 
pile driver is most thoroughly appreciated and re- 
quires the greatest versatility. .In cases where the 
track support has been destroyed by flood or fire, 





Fig. 3.—Chicago, Milwaukee & St. Paul Pile Driver Swung Across the Car. 


tance from bent to bent, it is not necessary that the 
distance from the front wheels of the car to the lead- 
ers should be equal to the full length of the span 
desired, because the track can be carried on the 
projecting stringers to a certain distance beyond the 
last bent driven. In this way pile drivers having a 
12-ft. extension can be used for driving bents that 
are 16 ft. center to center. 

Another emergency condition is one which occurs 
when the pile driver is cut off from its base of sup- 
plies by a wash-out or some damage to a bridge be- 
hind it. It is then necessary to bridge the second 
opening before continuing work on the other. At 
such a time it is very desirable that the pile driyv-r 
should be so designed that the driving deck can be 
turned on the car so that the driver can work in 
either direction without having the car turned. An- 
other desirable feature is the ability to drive piles 
at a considerable distance from the center of track, 
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This is of great value if piles must be driven to re- 
tain sliding embankments, or for pile bridges on an 
adjoining track, or for foundations under wing abut- 
ments. The loads on the driving deck can be so ar- 
ranged that the hoist engine on one end will balance 
the weight of the leaders, hammer and pile on the 
other end. Then with the deck swung at right 
angles with the car the leaders will be from 18 to 
22 ft. from the center of the track. 

In designing the Chicago, Milwaukee & St. Paul 
pile driver X-218, the one previously mentioned, it 
was desired to construct a machine that would serve 
for all the purposes which have been outlined with- 
out sacrificing simplicity of construction. Fig. 1 
shows this pile driver ready for shipment. The car 
is 45 ft. long and is equipped with air brakes and 
M. C. B. couplers. In order to avoid an extreme 
height of driving deck the car was made as low .as 
consistent with good construction, the height from 
top of rail to top of sills being 3 ft. 54% in. Two extra 
truss rods are placed under the car to prevent sag- 
ging, and the transoms of the Barber truck are ex- 
tended so that they come under the outer sill of the 
car body. Riveted to the top of the transoms is a 
heavy plate carrying a jack screw, which can be 
turned up against the car sill, thus preventing any 
side tip which the car springs would permit. These 
jacks are not needed except when the leaders are 
swung a considerable distance from the center of the 
track. The driving deck is the same length as the 
car, and when the leaders are lowered they do not 
project beyond the end of the car. This construction 
permits the pile driver to be coupled in a train with 
any sort of a car that may happen to come next to 
it, regardless of the height of the latter. The highest 
point of the pile driver itself when ready for the 
road is 16 ft. 8 in. above the top of the rail. The 
smoke stack shown on the plate is so arranged that 
it can be let down when not in use. 

The first step toward preparing the driver for ser- 
vice is to move the driving deck ahead so that when 
the leaders are in an upright position they will not 
interfere with the coupler on the end of the car. This 
movement of the deck is accomplished by operating 
the capstan near the front. The motion is trans- 
mitted through a sprocket chain between the two 
center sills of the deck, to a sheave at the center of 
the deck, which operates a vertical shaft on which 
is a pinion which engages a rack along the side of 
one of the center car sills. The movement forward 
and back is permitted by the intermediate deck on 
which is carried the center on which the driver 
swings, and the circular racks by which the swinging 
is accomplished. The intermediate deck is built of 
5-in. channels, between which are located a number 
of 5-in. wheels, which travel on 1-in. plates secured 
to the tops of the car sills. 

The construction which accomplishes the raising 
and lowering of the leaders is unique, and so far as 
known, is not to be found on any other pile driver. 
By reference to Fig. 1 a pair of rockers will be seen, 
the outline of which is a qugdrant of a circle. The 
lower end of each rocker is at the deck, and the cir- 
cumference passes forward and upward toward the 
leaders. These rockers are a part of the frame work 
to which the leaders are secured, and as they pass 
gradually from a horizontal to a vertical position, 
the rocners continue to rest on the deck, the point 
of contact passing to the front until the leaders are 
in an upright position, when they will appear as 
shown in Fig. 2, in which the deck is extended to its 
limit and about 11 ft. further than is necessary tor 
ordinary driving. The engraving shows the details 
of the rocker arrangement and framework support- 
ing the leaders very plainly. 

The leaders are supported at a point 20 ft. apove 
the deck, which is at the apex of a four-cornered 
tower. The two legs of this tower on the side near- 
est the observer, consist of a pair of angles over the 
front corner of the deck, and a diagonal ladder be- 
hind, and are matched on the further side by two 
members which serve the same purpose, aithough 
the rear one is not a ladder. The fixed portion of 
this tower is the “A” bent in front, the rockers with 
their radial struts, the platform 7 ft. above the deck 
and two rear braces from this platform up to the 
apex of the tower. That portion of the rear braces 
which extends from the platform down to the deck 
is hinged and jointed to permit the rocker to roll 
back when the leaders are to be lowered. The con- 
nection at the platform and at the deck is a plain 
pin. The connection at the middle has two pins, only 
oue of which is removed when the leaders are to be 
lowered. The result is that this portion of the rear 
brace folds up hke a jackknife, but at no time is 
the tie b:tween the apex of the tower and the deck 
of the driver entirely broken. This prevents any 
chance that the leaders, with the framework at- 
tached, might go clear off the end of the driver if 
carelessly raised. 

The tread for the rocker is a “‘T’”’ shape, with the 
head laid on the deck. The rocker itself consists of 
two plates with a filler between, one plate riding on 
each side of the upright leg of the “T.” Rcund 
notches in the rocker to match pins in the tread pre- 
vent the former from getting out of place in opera- 
tion. This method of raising and lowering the lead- 
ers is remarkably satisfactory, because with the 


hammer properly located in the leaders (this location 
being the one shown in Fig. 2), they are so nicely 


balanced that with the use of very little power they 
can be started from either the horizontal or vertical 
position, and once started they will continue their 
motion, reaching the opposite position without jar. 
The rocker instead of being a true circle is slightly 
flattened, with the result that if the leaders were 
left to assume a normal position thev would remain 
on an incline. Therefore, when they are started 
either down or up it is necessary to give them a suffi- 
cient motion so that the momentum will just carry 
them to their proper position. When the leaders are 
lowered, the hammer is drawn up until it comes op- 
posite the platform, and is thus given support be- 
cause the platform at that time has its lower edge 
resting on the deck. 

The points of great value accomplished by this 
design are that the ladders are so nicely balanced 
that they can be raised and lowered without making 
any outside hitches, and when lowered they are so 
far back on the car that the ends do not overhang, 
and thus prevent coupling with box cars. Almost 
all forms of pile drivers, in order to permit shipment, 
require either a flat car coupled on in front or a 
long bar to reach from the pile driver coupler to the 
coupler of the next car. In fact, the majority of 
pile drivers require the latter even when coupled on 
to a flat car. This long bar is a very unsafe contriv- 
ance, in case of sudden shock. 

For extension work the deck of this pile driver 
can be moved forward until the center of the leaders 
is 18 ft. beyond the center of the front car wheels. 
The process by which this is accomplished has al- 
ready been explained, but Fig. 2 will show to better 
advantage the intermediate deck described, because 
in that position it has come forward so that the front 
end projects beyond the car. The swinging of the 
deck is accomplished by operating pinions which en- 
gage the circular racks attached to this intermediate 
deck. There is one short section of circular rack at 
each end of the intermediate deck, and at the center 
is a complete circle by which the deck can be swung 
clear around. So long as the ends are over this inter- 
mediate deck they are partly supported and enabled 
to move freely by rollers, but after swinging clear of 
these, the deck is balanced by the praper arrange- 
ment of the load. The pixzions for swinging the deck 
are operated by rachet levers. 

To draw a brief comparison between this method 
of securing an extension and other methods, it is 
evident from Fig. 2 that a pile driver so located on 
a car as to have the leaders constantly 12 ft. or more 
ahead of the front wheels, would be awkward in 
transportation, and the load on the front trucks 
would necessarily be very heavy. The operation of 
securing space between the leaders and the trucks by 
setting the trucks back nearer the center of the car 
requires the use of jack screws to raise the car body, 
and the time consumed may be set at one hour. This 
process also requires more clear space under the car 
and interferes with proper trussing. The application 
of air brakes is also impossible. Another way of 
providing extension is to move the driving deck over 
from its normal center in the middle of the car to a 
center located 9 ft. or 10 ft. nearer the end of the car. 
In order to do this, a favorable location must be 
selected, the deck swung crossways of the car, block- 
ing and jack screws arranged so that the deck can be 
raised to clear, and the car moved so as to bring the 
other center under the center of the deck. There is 
liable to be more or less difficulty in making the new 
centers come together, and this operation may con- 
sume from one to three hours. When it is remem- 
bered that in the majority of instances this work 
has to be done at night, and at a time when haste 
is of paramount importance, the advantage of ua 
design like the one illustrated by which the extension 
can be made by men on the deck of the car, will be 
appreciated. The time occupied will not exceed five 
minutes, and the operation can be performed if neces- 
sary while the pile driver is going from a station to 
the place where it is to work. 

Fig. 3 shows the pile driver swung at right angles 
with the car. The center of the leaders in this posi- 
tion is 22 ft. 6 in. from the center of the track on 
which the pile driver stands. The weights on the 
deck are so adjusted that under the most extreme 
conditions the center of gravity is never outside of 
the center circle, 9 ft. in diameter, on which the deck 
rests. In this position a pile can be picked up, lo- 
cated and driven with perfect safety. 

In order to make a pile driver serve all purposes, 
it must be so designed that it can drive piles for the 
temporary support of through-truss bridges. It has 
been explained above how such piles are driven, and 
that a special pile driver is used for such purposes. 
These special pile drivers are not always accessible 
in cases of emergency, and even for routine work it 
means an unreasonable amount of equipment to have 
enough of such tools to answer the requirements of 
all divisions, or an unreasonable amount of mileage 
if all the falsework on 6,000 miles of road must be 
driven by one or two such drivers. About eight years 
ago, Mr. W. E. Smith, who has charge of the Bridge 
and Building Department work on the Superior Divi- 
sion of the Chicago, Milwauke & St. Paul, contrived 
to make himself independent of special drivers for 
this class of work by attaching an additional set of 
leaders to the head block of his regular driver. They 
were hung like a pendulum so the bottom end could 
swing laterally about 5 ft. each way from the center 


of the track. By means of them, a pile could be 
driven close to the lower chord of a through truss 
bridge, without swinging the deck of the driver out 
far enough to interfere. This was the origin of the 
swinging leader feature in the design of pile driver 
X-218. The pile drivers designed for use inside of 
through truss bridges have been called pony drivers, 
because the leaders have been made short enough 
to go under the top lateral system. This reduced 
length has its serious disadvantages, and it is not 
considered necessary. When using the full length 
leaders a portion of the top lateral system may be 
removed, and it is considered that this can be done 
without any risk. Swinging leaders are also of great 
value in giving the outside piles of bents a good bat- 
ter and the bents wide bases. They also permit a 
vertical position of the pile when the outer rail of 
the track is elevated on account of curvature. 

To reiterate the desirable features of a railroad 
pile driver: 

It should be compact so as not to occupy an un- 
usual amount of height or width, and so it can be 
safely coupled with ordinary couplings into any 
train, without special arrangements. 

Its operation should be self-contained, that is, it 
should be so designed that it can be extended or 
swung laterally, and so the leaders can be raised and 
lowered by men on the car and without depending on 
outside blocking or hitches. 

It should be able to drive piles in all locations and 
under all conditions that are met in the operation 
and maintenance of a railroad. 

The pile driver shown was designed with all these 
requirements in view, and the experience of a few 
months has demonstrated that the design, even in 
those features which are new and previously untried, 
is satisfactory. 








Experiments to Determine the Effect of Freezing on 
Concrete.* 





With the constantly increasing use of concrete, 
questions as to its qualities are continually arising. 
It has been a commonly accepted opinion among en- 
gineers that the building of concrete masonry, espe- 
cially above ground, during freezing weather is bad 
practice and one to be avoided if possible. This 
would limit the concrete building season, in this lati- 
tude, from about April 1 to November 1, seven 
months in all, which is a comparatively short time. 
It has frequently been necessary for the Bridge and 
Building Department of the Chicago, Milwaukee & 
St. Paul to put in Portland cement concrete footings 
during the winter months and considerable care has 
always been used to protect the freshly mixed con- 
crete from freezing. There has, however, been a 
feeling of uncertainty as to the effect of freezing if 
it should take place before the concrete had thor- 
oughly set. 

In order to determine as far as possible by experi- 
ment the result of freezing Atlas Portland cement 
concrete and Louisville cement concrete, which were 
taken as types of Portland and Natural cements, 
eight 12-in. cubes of each kind of concrete were made 
and tested as described in the tables. 

The proportions and the materials used in the tests 
were similar to those used in building the track ele- 
vation masonry at Chicago. The gravel was com- 
posed of about two-thirds clean, coarse sand and one- 
third small stones. The crushed stone was crusher- 
run limestone from Hawthorne, Ill. The cubes were 
all made by the same man and those for the same 
kind of cement were made on the same or on suc- 
ceeding days. The specimens were moulded in boxes 
made of 1-in. boards, and left in these until taken 
out to be broken. Two of the eight cubes of each 
kind of concrete were mixed with salt water in the 
proportions of one pint of salt to ten quarts of water. 
The other six were mixed with ordinary hydrant wa- 
ter. Two of the latter were kept in a warm office 
until broken; they were used for purposes of com- 
parison. Four were placed out of doors, as soon as 
mixed, in.a temperature considerably below zero, and 
left outside for 28 days, when two of them were 
broken and two taken into the warm office and left 
for 28 days more before breaking. The two cubes of 
each test which were mixed with salt water were 
placed outside as soon as made, and left to freeze 
and thaw until broken at the age of 28 days. We 
were fortunate in the selection of the time for mak- 
ing these tests, since the weather to which the cubes 
were exposed outside was exceptionally cold for 
Chicago, and in fact the Portland cement cubes were 
placed outside in the coldest weather experienced in 
Chicago for over twenty years. The weather mode- 
rated during the latter part of the 28 days in which 
the cubes were out, and they were then exposed to 
freezing at night and thawing during the day. Tak- 
ing the size of the cubes and the weather into con- 
sideration, it may be said that freshly mixed con- 
crete would probably never be subjected to a more 
severe test of this kind in this latitude. 

Referring to Table No. 1, showing the effects of 
freezing on the Atlas cement cubes, it will be seen 
that the two cubes which were left in the office, Nos. 
103 and 104, developed an average strength at the end 
of 28 days of over 185,000 lbs., which was the ca- 

*A paper read before the Western Society of Engi- 
neers by Mr. W. A. Rogers, Assistant Engineer of. 
Bridges and Building, of the Chicago, Milwaukee & 
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pacity of the testing machine at the company’s West 
Milwaukee shops. But probably the strength of 
these cubes did not much exceed this amount, as one 
of them began to fail at that load. 

The two cubes which were placed outside in a tem- 
perature of about 15 degrees below zero immediately 
after being made, Nos. 147 and 148, developed an ave- 
rage strength of 115,000 lbs. The two cubes, made 
at the same time and left out of doors for the same 
length of time and then kept in a warm room for 28 
days more, developed a strength of over 185,000 Ibs., 
probably greater than that shown by the two cubes 
left in the office for 28 days, since no sign of failure 
by either of these cubes was manifest, indicating 
that the freezing of these four cubes had the effect 


brought out in a marked manner by the fact that 
the strength of the cubes left out in the cold for 28 
days and then kept inside for 28 days developed a 
strength 20 per cent. greater than those which were 
kept inside for 28 days and then broken. 

In this connection it may be mentioned that it be- 
came necessary to build a retaining wall during the 
latter half of last November. This wall was built 
of Louisville cement concrete, faced on the top and 
front with Portland cement mortar. The weather 
was quite cold part of the time while the concrete 
was being mixed, and part of it must have frozen 
before setting had entirely taken place. The 2-in. 
plank form was left in position until spring and a 
layer of sand 4 or 5 in. thick was placed on the top 


hoops, and it is my practice to put additional hoops 
on all tanks that are getting old. My trouble has 
been with hoops rusting on the side next to the tank, 
and it is difficult to inspect such hoops, as the out- 
side, when kept painted, may be reasonably free from 
corrosion, while they are nearly rusted through from 
the inside. 

The staves and bottom of a wooden tank will last 
indefinitely if the tank is kept full of water, but con- 
ditions are not so favorable in this respect as for- 
merly. At many water stations the increased train 
service causes such a demand on the water supply 
that it is not possible to keep the tank full of water, 
and when this is the case, the upper ends of the 
staves soon show decay. I think a wooden tank 
























































Table No. 1, Table No. 2. 
Tests to Determine the Effect of Freezing on Atlas Cement Concrete. Tests to Determine the Effect of Freezing on Louisville Cement Concrete. 
Concrete composed of: 1 part cement, 3 parts gravel, 4 parts broken stone. Concrete composed of: 1 part cement, 2 parts gravel, 4 parts broken stone. 
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merely of causing the concrete to harden more slowly 
than it would have under more favorable conditions 
of temperature. The two cubes mixed with salt 
water and then exposed to the cold for 28 days de- 
veloped a strength of over 185,000 lbs., probably about 
the same as that of the two unexposed cubes. 

The deductions which may be made from these 
Portland cement tests are: 

Freezing before setting does not seem to injure the 
Portland cement concrete even if, after having frozen 
hard, the concrete is exposed to alternate freezing 
and thawing weather. 

Exposing freshly mixed Portland cement concrete 
to a freezing temperature seems to affect its rate 
of hardening, making it slower, but it appears that 
eventually the concrete will be just as good as if it 
had not been exposed to the cold. 

The use of salt seems to largely counteract the 
effect of the cold in causing slow hardening. 

Table No. 2 shows the tests of Louisville cement 
concrete cubes. It will be seen that the cube left in 
the warm room, No. 119, and broken at the end of 
28° days, developed a strength of 43,400 lbs., while 





Freight Brake Testing Apparatus—Lehigh Valley. 


cubes Nos. 153 and 154, which were placed outside 
in a temperature of ten degrees below zero as soon 
as made, showed an average strength of 33,000 Ibs. 
at the age of 28 days. Cubes Nos. 157 and 158, made 
at the same time as the last two and left out in the 
cold for the same length of time and then kept in a 
warm office for 28 days longer, had an average break- 
ing strength of 52,500 lbs. The two cubes mixed with 
salt water and exposed for 28 days developed a 
strength of 35,000 Ibs., being but little more than 
those treated in the same way and mixed with fresh 
water. 

The same deductions may be made from the tests 
of Louisville cement concrete as from the Atlas 
tests, with the exception that the use of salt seemed 
to have had little, if any, effect on the strength of 
the cubes exposed to the cold. The fact that the ex- 
treme cold seems to have merely caused the harden- 
ing of the concrete to proceed more slowly than 
under more favorable conditions of temperature is 


of the wall. In removing the form this spring it 
was found that the body of the concrete, to all ap- 
pearances, was in good condition. About six inches 
from the top, however, the Portland cement facing 
was badly cracked, and by sounding, occasional spots 
were found both in the Portland cement facing and 
in the back of the wall, where there seemed to be a 
thin, loose shell. Evidently these are surface de- 
fects and the wall itself appears to be in good con- 
dition. 

The writer believes that the foregoing tests indi- 
cate that concrete work with cement possessing 
qualities similar to those tested may be carried on 
safely during moderately cold weather by using 
proper precautions, such as warming the materials 
and water, and by so protecting each layer of con- 
crete that its top shall not freeze before the next 
layer is placed. 








Testing Air Brakes in Freight Service. 


The Railroad Gazette for ‘March 24 showed a de- 
vice for testing air brakes, the essential part of 
which was an engineer’s valve suspended from the 
coupler knuckle at the end of the car. We have re- 
ceived from Mr. Higgins, Superintendent of Motive 
Power of the Lehigh Valley, a photograph showing a 
device used by him at the Sayre shops on the Lehigh 
Valley, as shown in the engraving herewith. It 
consists of a small truck, on which is secured an air 
reservoir with duplex gage and engineer’s brake 
valve, together with sufficient hose to reach from the 
train pipe hose on the end of the car around to the 
center of the car where the apparatus stands. This 
gives the Inspector an opportunity to watch the mo- 
tion of the brakes and the travel of the piston when 
making the test. 

The truck is arranged with three drawers in which 
necessary tools and parts for repairs of the air brake 
are carried, in fact everything necessary to make 
slight repairs to the air brake is carried on this 
truck; and it has been found to be a very convenient 
arrangement and one that can be easily moved 
around the yard. The photograph shows the truck 
with the hose coiled around the reservoir ready to 
be moved to any part of the yard where it may be 
required. 








Steel Water Tanks. 





In our issue of July 28 a reference was made to a 
paper before the Western Society of Engineers, ‘“‘Steel 
vs. Wood Tanks for Locomotive Water Stations,”’’ 
by Mr. T. W. Snow. In discussing this paper, Mr. 
Onward Bates, Superintendent of Bridges and Build- 
ings of the Chicago, Milwaukee & St. Paul, said in 
part: I have been specially interested in this sub- 
ject and have recently figured on putting in some 
steel tanks, but was deterred by their cost in com- 
parison with wooden ones. It is true that a wooden 
tank vught to last 20 years. I know of some wooden 
tanks which are at least 30 years old, and also of 
some which fell down as the result of trying to carry 
them too long. 

Failures which I have noticed were due to failure 
of the hoops, weakened by rusting, in some instances, 
and in other instances tanks fell down in consequence 
of rotten supports. I think Mr. Snow is right that a 
good wooden tank will last as long as two sets of 


should last twice as lo g as the wooden frame which 
carries it. 

The chief trouble in building wooden tanks is in 
getting good timber. We still use white pine, but 
this if in any degree clear, and free from sap and 
knots is expensive. The kind of white pine we would 
like to use, that is, clear white pine, may run up in 
cost to $40 a thousand. We do not spend perhaps 
more than $16 per thousand for tank lumber. 

While wooden tanks are subject to decay, steel 
tanks are not free from corrosion. Railroads must 
of necessity use all kinds of water that is at all 
usable, for in many localities good water is not to 
be obtained, and the kind of water which penetrates 
3-in. pine staves and eats up the hoops of a wooden 
tank must be severe on a steel tank. With such wa- 
ter I question if a steel tank will outlast a wooden 
one. The quantity of water to be supplied will de- 
termine the economical solution of the question of 
“‘Wood vs. Steel Tanks,” and with growing demand 
for larger supplies more steel tanks will be used. 
These are already growing in favor on some of our 
railroads, and it will not be long before we have 
practical knowledge of their suitability for such ser- 
vice. We may also hope that the price of steel will 
again fall to where it will admit of competition with 
wood. 








A Reversible Pneumatic Boring Machine. 





The accompanying engraving shows the latest style 
of pneumatic wood boring machine brought out by 
the Chicago Pneumatic Tool Co., Chicago, which will 







“No. 5 White- § 
law.” This ma- 
chine is more 
compact and easier to 
handle than others of the § 
Whitelaw type, and weighs 
less than 10 lbs,, although 
it developes ample power 
for general work in wood boring. 

By turning the handle one-fourth 
way around, the machine is reversed e 1 
and the operation of reversing can be ‘age’ 
performed while running at full speed . 
as well as when at rest. 

Ball bearings are used throughout, including the 
crank and piston connection, and these bearings are 
said to give better service than other forms where 
the tool is oiled only at infrequent intervals; at the 
same time the internal friction of the motor is ma- 
terially reduced by their use. 

In order that users of pneumatic tools may have an 
opportunity to examine and fully test this new bor- 
ing machine, we are told that upon application it will 
be sent for trial to those who may care to investigate 
its working. 
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EDITORIAL ANNOUNCEMENTS. 





Contributions.—Subscribers and others «+l materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting, progress and cumpletion of 
contracts for new works or impertant improvements 
of old ones, experiments in the eonstruction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussion of subjects pertaining 
eO ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired, Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published, 

Advertisements.— We wish it distinctly understood that 
we will entertuin no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting 
and important to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc,, to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially either for money or 
in consideration of advertising patronage. 








We noted the fact some time ago that the St. 
Louis Railway Club had placed a box in its meeting 
rooms in which members were asked to put ques- 
tions for discussion at the meetings or in the Pro- 
ceedings. Judging from the list of forty questions 
received in this way and printed in the July Pro- 
ceedings there will be no lack of topics for discus- 
sion; we should think enough have already been re- 
ceived to last a year. Yet this scheme ought to be 
continued, if for no other reason than to let each one 
know what others are thinking about. One thing 
brought out is that the membership of the St. Louis 
Club is made up of men from many departments of 
the railroads, and probably no other club has so 
general a membership. In this list there are eight 
topics relating to motive power which involve ques- 
tions of lubrication and brasses, methods of hand- 
ling freight trains partially equipped with air 
brakes, the use of soda ash in boilers, and draft ap- 
pliances. The car questions evidently have come 
mostly from the inspectors, as they have to do with 
the details of the Interchange Rules, although some 
one wants to know about roofs for refrigerator cars 
and how to protect iron work from salt water drip- 
pings. One asks a suggestive question, whether it 
would not be better for the Joint Inspectors’ Asso- 
ciations to make their rules so as not to conflict 
with those of the M. C. B. Association. Under the 
heading of traffic, questions are raised as to the best 
methods of loading house or merchandise cars, how 
the average loading per car has varied within the 
last, 15 years with reference to the increase in the 
capacity of freight cars, and what should be the 
ratio between the dead weight and pay freight per 
train. There are seven topics on track construction 
covering, improvements in rails and fastenings, the 
life of rails, and easement curves, and one question 
could well be made to bring out a discussion of the 
methods for treating crossties. Others ask about 
electric block signals, railroad organization and the 
duties of officers, whether profit sharing is practic- 
able for railroads, and whether by cenacerted action 
railroads could correct the “tramp nuisance.” Two 
ask about the use of electric motors for driving the 
machinery of car and locomotive repair shops. Pos- 
sibly the average intelligence of this railroad club 
is unusually high, or the committee may have se- 
lected these topics, but the list is made notable by 
the absence of “freak” questions. Probably it would 
be an advantage if the other railroad clubs could 
discuss some of these. 








The Boston & Albany Lease and the People. 





The Springfield Republican, which has discussed 
the Boston & Albany lease with considerable wis- 
dom and discrimination, has presented the princi- 
pal arguments on both sides, but for itself has main- 
tained a non-committal attitude; and, still pursuing 
this policy, it now comes out with the question 


whether the state of Massachusetts should not dis- 
approve the lease altogether. 


Discussing the “third 


party to the lease’—which is the public—it suggests 
that perhaps the management of the principal rail- 
road of Massachusetts by a corporation whose inter- 
est may impel it to use the profits of the road out- 
side the state may impose a hardship on the pa- 
trons of the road. If the profits should be large 
enough to pay, say, ten per cent.; or the earning 
power of money should by and by fall, so that 8 per 
cent. would be an exorbitant rental, how can the 
people of Massachusetts make sure that they will 
receive their due share of the resultant benefit? 
Should not their representatives, the members of the 
Legislature, settle this question before approving 
the lease; or, failing to do this, refuse approval? 

In view of the dimness of vision that affects all 
men when they try to look forward a thousand years, 
or even a hundred, it would seem rational for the 
Massachusetts Legislature to confine its studies 
pretty closely to the experience of the past; to see 
if the remedies against oppression by corporations 
which have served it well for the past sixty years 
will not afford all necessary security for the future, 
so far as the future can be discerned. The essential 
question with the people is, Shall we get good ser- 
vice at fair prices? 

How is that end secured now? It is not by limit- 
ing dividends, and it does not seem probable that 
such a remedy would be likely to be tried if the road 
remained independent. It is a remedy which is 
pretty sure not to work, and even if it were based 
on sound principles the Legislature is not apt to 
look upon it with favor as long as Boston & Albany 
stock is held by influential persons in half the towns 
of the state. 

One way that the state has secured low rates (on 
freight) is by the long and short haul law. Twenty 
or thirty years ago, when low rates for export grain 
were first introduced, Massachusetts insisted that 
all the way stations should have as low rates from 
the West as were enjoyed by Boston. This law has 
very little support in logic or in business economics, 
but it has stood all this time, and bids fair to con- 
tinue to stand. There is no apparent reason why 
similar regulation will not be just as feasible under 
the new management as under the old. 

In passenger-rate limitation the state of Massa- 
chusetts has not done much. Most of its inquiries 
into this subject have been through the medium of 
the reasonable-minded railroad commission, and 
that body has seen and pointed out that the policies 
of the railroads were pretty fair. The commis- 
sioners have recognized the fact that improve- 
ments in service might often be worth more 
to the public than reductions in price. As long as 
the railroads used a good share of their profits for 
making a better transportation machine the com- 
mission recommended hands off. When the Boston 
& Albany wanted to issue new stock a few years ago 
the Legislature consented, but only on condition that 
a million dollars should be spent by the company 
on the abolition of grade crossings. That was a 
very effective bit of regulation; and a similar re- 
striction would be equally practicable under a new 
management. 

If the Central should allow the quality of the ser- 
vice to deteriorate the fault would probably be in 
such hard-to-define particulars that legislation 
would not touch the difficulty, and competition 
would be the only remedy. Competition in pretty 
effectual shape exists now; and the Legislature can 
flirt with the Fitchburg whenever it pleases. 

The business and the prosperity of the New York 
Central are subject to pretty constant public scru- 
tiny in New York state, so that its affairs-will be 
an open book at all times for the people of Massa- 
chusetts, or sufficiently so for all necessary investi- 
gation. This being so, the state will never lack 
for arguments to induce the lessee to give as good 
and as cheap service in Massachusetts as in New 
York; and the pressure of the demand for good 
service in New York is not likely to be lessened. 








The Distant Signal Again. 





A locomotive engineman in Chicago writes as fol- 
lows: 


In the Railroad Gazette of April 28 is an article 
by a locomotive runner upon distant signals, and 
your comments thereon. It seems to me that in 
your comments you do not fully cover the case. 
That some officials do not consider distant signals 
a safeguard unless electrically locked is indicated 
by articles in the Railroad Gazette of Sept. 23, 1898, 
wherein the Superintendent of Telegraph of the 
c. c. Cc. & St. L. “considered distant signals of little 
use, if not absolutely dangerous, and favored doing 
away with them;” and the Signal Engineer of the 
Cc. M. & St. P. “did not favor the use of distant sig- 
nals except where the view was obstructed, or where 
it was desired to maintain a fair speed over a cross- 
ing in bad weather.”’ It would seem that the editor 
in his comments must have had electrically locked 


-signalmen vigilant. 


signals in mind, but we have few or none of these 
in the West; and therefore his comments are not 
applicable to our case. 

The signalman can change the signals and the 
derail after a train has passed a distant signal. This 
has been done in numerous cases. In one case the 
home signal and derail were changed immediately 
in front of an engine of a high speed passenger train 
in my charge. Such occurrences reduce confidence 
in both distant and home signals. And how it can 
be claimed that distant signals, under such condi- 
tions, render it safe to maintain speed in foggy or 
stormy weather is to me not very clear. 

Many enginemen regard the signals and interlock- 
ing plants as a delusion, and wish there were none 
of them, unless they can be electrically locked. As 
long as schedules require high speed over them to 
make time, interlocking plants and signals must be 
electrically locked to secure safety. It is true that 
some improvement might be made by locating the 
derail two or three times as far from the angel 
and showing its position by target and light. . . 


First, as to the views of the two signal engineers 
quoted. To begin with, the gentlemen quoted are 
not operating officers, but signal engineers. Pos- 
sibly their opinions (reported in condensed form) 
do not express their best judgment, but are held 
with regard to conditions as they exist, which con- 
ditions may need improvement. We say possibly 
this is so, not that it is so. In any case, we should 
like to know the views of the division superintend- 
ents on their lines. Then, the first mentioned road 
is different from the more crowded roads of the 
East, where distant signals have been in use much 
longer, in that the time lost by a train on account 
of the lack of distant signals can often be made up 
on the long stretches of level road intervening be- 
tween stations. This may greatly influence the 
opinions of the officers of that road. 

The second quotation does not conflict with the 
views expressed by the Railroad Gazette. We agree 
that distant signals are not needed except where it 
is desired to maintain fair speed; but what is fair 
speed? Let us assume the moderate rate of 20 miles 
an hour over crossings. In fog it would be neces- 
sary to have distant signals to maintain even this 
rate, and we assume that the C., M. & St. P. agrees 
with us. Mr. Elliott also agrees that a distant is 
needed where the view is obstructed; and of course 
he will agree that in times of fog it is obstructed at 
all crossings and junctions. This point is reinforced 
by the fact that snow, or smoke from a passing en- 
gine, or momentary inattention on the part of an 
engineman will often make a distant signal useful. 
It is true that in some places fogs are infrequent, 
but the question is, should we make no provision 
whatever for them? 

But our correspondent’s main point is that signal- 
men make mistakes. As a mistake may kill some 
one he would have no signals unless he could have 
all the safeguards, however expensive they might 
be. He is unable to see how we can recommend the 
use of a distant signal unless it has electric locking 
to insure that after an engineman has accepted and 
acted on a signal he shall not be deprived of his 
clear road without due notice. Now, as to the de- 
sirability of electric locking, we will go as far as 
our correspondent can ask. No one’s views can 
please him better than ours. We recommend its 
use wherever it will add to safety or help to keep 
Nevertheless we recommend 
distant signals without electric locking where it is 
not practicable to have them with it. Many man- 
agers have plans to spend $200,000 on signaling, but 
can get only $50,000 with which to carry them out. 
The question then arises, What part of the work 
must be left undone? If the manager decides that 
he will omit all of the electric locking, so as to be 
able to put up more signals, it is not for us to say 
that he is wrong. We hope that he will be able to 
add the electric adjuncts later. If he has not a good 
electrical inspector, perhaps he would do better (if 
he has not yet introduced electric locking on his 
road) to wait until he can put it in at a considerable 
number of plants so as to justify the employment 
of a high grade man to look after the apparatus and 
keep watch of the men to see whether they make 
full use of it. 

We have abundant experience to justify the use 
of distant signals without electric locking. It is 
true that much of this experience comes from Eng- 
land, but as far as we can see, that experience 
should convey to us substanially the same lesson as 
though it were “made in America.” The good rec- 
ords made by English signalmen are in large meas- 
ure due to the long and thorough discipline which 
they have had the benefit of; but there is no patent 
on the process; the same discipline has the same 
good effects in America wherever it is applied. Pos- 
sibly the discipline on our correspondent’s road is 
not up to the best standard. It may be that the 
error which he reports was one of those unaccount- 
able slips of the intellect which everybody regards 
as inevitable; but our experience with accident in- 
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vestigations teaches us that probobly it is not; and 
we should advise the superintendent to be chary 
about assuming it to be so until after making a 
searching investigation into the discipline of sig- 
nalman for, say, two or three years past. 

Among the most experienced and clear-headed 
managers no habit of thought is more persistent 
than that which looks upon discipline as the feature 
of train work to which the most constant attention 
should be given. It is there that they expect to find 
the most satisfactory results from efforts to attain 
perfect service. And this is true not alone of man- 
agers who have not tried electric apparatus or other 
mechanical aids, and who therefore may be sus- 
pected of partiality toward old-fashioned ideas, but 
of men on the most progressive roads. They ex- 
pend money for costly apparatus, but still keep up 
the pressure on discipline. There are, indeed, cases 
in which a railroad has, apparently, put in ex- 
pensive signals as an alternative to straightening 
up the discipline; but the manager who does that 
is soon driven to elevate his standard unless he 
shuts his eyes to experience. The enlightened 
manager of a progressive road recently stated that, 
for a series of years, the accidents had been no more 
troublesome on sections of his road which were not 
equipped with electrical safeguards than on the one 
section that was equipped. This does not prove 
anything, as five years, or even ten, may be an in- 
significant time for making a satisfactory test in 
such a matter; but it suggests that one need not 
give up in despair because he is unable to buy elec- 
tric apparatus, or is undecided which of two or 
more rival devices to adopt. 

We think every superintendent who has had long 
experience with distant signals and who is a good 
disciplinarian will assure our correspondent that 
he is safer with distant signals than without them 
(whether they are electrically locked or not); and 
this we believe to be true of slow trains as well as 
fast. 
As our correspondent is a runner of long experi- 
ence his closing paragraph is worthy of notice: 


“Some superintendents do not keep in touch with 
the enginemen so as to know their views. They ride 
in trains over crossings at the highest attainable 
speed, though the rules require speed ‘under con- 
trol,’ and the man who makes the best time, re- 
gardless of rules and regulations, is commended, 
while the more conscientious, or careful man, if he 
fails to make as good time as the average engine- 
man, is taken off and given a slower train. Many 
schedules require the highest speed of which en- 
gines are capable, and trains are run over inter- 
locking plants at full speed with the knowledge and 
apparently the approbation of officials, so long as no 
accident occurs. With the engineman it is a ques- 
tion of bread and butter; make the time somehow, 
anyhow, or give up the job. I sometimes wonder 
why the suggestions and opinions of enginemen are 
not asked oftener regarding signals, switch-targets 
and lights. It is for the guidance of enginemen 
that they are maintained.” . 








June Accidents. 





Our record of train accidents in June, given in 
this number, includes 100 collisions, 115 derailments 
and 5 other accidents, a total of 220 accidents, in 
which 19 persons were killed and 175 injured. The 
detailed list, printed on another page, contains ac- 
counts only of the more important of these acci- 
dents. All which caused no deaths or injuries to 
persons are omitted, except where the circumstances 
of the accident as reported make it of special in- 











terest. 
These accidents are classified as follows: 
COLLISIONS. 
Cross- 
But- ing and 
Rear. ting. other. Total. 
Trains breaking in two...........+++ 10 0 1 11 
Misplaced switch..........-.secceeee 3 1 3 7 
Failure to give or observe signal... 2 0 10 12 
= e a apenas or understanding ‘ " ; 
ePTereeTIeT ree rer? Tier) eeeeeece o 
MiscellaneouS........---++ SEAR 6 2 12 20 
Unexplained..... watudaieewatenasecuse 14 14 16 44 
Wath: «i ccéccce Aacaedyeancaduaaaden 35 22 43 100 
" DERAITMENTS. 
dt Solano 1, Track repairers.......... ... 1 
read rail ..... ... 1|Bad switching ...... Veaeeesie 2 
enna. Sa eae eeaaal . 3| Bad loading............ oa 
A 3| Derailing nite. coee 8 
Sale 1| Unfastened switch.......... 2 
aeineacaasa 4| Animals on track ........... 2 
pvusaemeavendewee ji ae 
antes 3} Washout Sneae 
Sudesanssas 4 ‘alleiees obstruction. .. women 
aacgucuas 3} Accidental obstruction . .. 4 
Daeene va : Unexplained.............0.0..54 
Re eae 115 
FUMTING 20.6 <005-000 1 
OTHER ACCIDENTS. 
Cars burned while running ............. véseee 1 
CEG CNION .- hcsdve ctscnsevese+sqsestasviecadasecsetee Se r 
Total number of accidents...... ...cceecseseccsceccececs “220 
A general classification shows : 
Colli- Derail- Other 
sions. ments. accid’s. Total. P. c. 
Defects of road...........+++ 0 9 0 9 4 
ae of equipment....... ll 25 0 36 16 
ligence in operating.... 45 15 1 61 28 
ye ‘oreseen pe ctions. .. 0 12 4 16 7 
Unexvlained ......... walk aa 44 54 0 98 45 
WE. cdnecn i: seasess coc 115 5 220 100 


The number of trains involved is as follows: 





Colli- Derail- Other 
sions. ments, accid’s, Total. 
Passenger ..... .. 15 26 2 43 
Freight and other.. + 16 89 3 258 
DOMME iidsdaavucceles secede wavded 181 115 5 301 
The casualties may be divided as follows: 
Colli- Derail- Other 
Killed. sions. ments. accid’s. Total. 
Employees........ pecdceveatananane 7 8 0 15 
OMNI 6 dag dnc cnaduceswacccadacs 1 v0 0 1 
MIE oo etedvecaces{cc taker saaues 2 1 0 3 
EEE A ate 10 9 0 19 
Injured 
MSRR ODE Goods iccisccedsecdcacdecss 46 27 0 73 
WON on Ciccc-cadecnccewsecs li 83 0 97 
RRM ae davaedonadacacecadsceswes 0 5 0 5 
. Re ET Resa 60 115 0 1% 


The casualties to passengers and employees, when di 
vided according to classes of causes, appear as os c 


Pass. Pass. Emp. Em 
Killed. Injured. Killed. Inju oa 

Defects of road.............. 0 4” 4 3 
Defects of equipment....... 0 2 0 3 
Negligence in operating. . 1 20 7 54 
Unforeseen obstructionsand 

maliciousness.............. 0 0 2 7 
Unexplained.......... danaee 0 35 2 6 

MM atindiadsecsindoccas 1 7 15 73 


Sixteen accidents caused the death of one or more 
persons each, and 38 caused injury but not death, 
leaving 166 (75 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 

The comparison with June of the previous five 
years shows: 








e . 1899. 1898. 1897. 1896. 1895. 1894. 
CONISIONE 6 ccseccicccnede 100 52 40 40 40 39 
Derailments.... .. 115 88 52 49 55 67 
Other accidents 5 6 3 5 4 
Total accidents.. 2202-146 95 94 110 
Employees killed’ 15 21 32 14 22 
Others killed...... 4 13 16 a 
Employees injured ...... 73 67 47 37 

Others injured........... 102 64 80 19 





Passengertrainsinvolved 43 31 41 30 
Average per day: 
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Accidents > 

Killed.....2: 00 tat 130 

| ee 1.53 2 3.13 
Average per accident: 

a 32 0.35 0.22 

INO oss ddus atiesecacuxe 060 0.83 0.85 


The one accident fatal to a passenger in June was 
the collision near Linnton, Or., on the 18th. In this 
case we have the very unusual explanation that 
both the conductor and the engineman of the freight 
train misread a telegraphic order and that the en- 
gineman had shown the order to the front brake- 
man. Both the conductor and the engineman admit 
that the order was perfectly legible. The order was 
written 8:48 and they read it 9:48. It appears that 
these men had another order, giving them the right 
to a certain s tation until 9:25, and the engineman 
thinks that the trouble in reading the 8:48 order was 
the impression left on his mind by the previous read- 
ing of the other one. In the absence of detailed 
knowledge as to the brakeman’s insvection of the 
order we may note the obvious fact that the rule, 
now quite general, that orders shall be shown to 
brakemen, may, like any other rule, be very loosely 
carried out if the every-day practice is not closely 
watched by the trainmaster. In this case the brake- 
man, having had two or more orders handed to him, 
“read them and passed them back.” Apparently he 
did not read them aloud and, judging by the result, 
he did not read them with sufficient care to remem- 
ber what they said. 

The other half dozen passenger train accidents 
which did the most damage were attended by few 
unusual circumstances, so far as their causes are 
concerned. The derailment at St. Michaels, Minn., 
on the 10th, is said to have occurred when the train 
was running at high speed, yet everyone of the 187 
passengers escaped with no bones broken; on the 
other hand, the derailment at Grand View, Mo., oc- 
curred while the train was running slowly, but the 
number of injuries reported is 40, and it was said 
that three of these might prove fatal. The derail- 
ment of a fast train at Stewart’s, Pa., on the 20th, 
by a bit of defective metal in the connection to a 
movable point frog, may be classed with that which 
occurred at Canton Junction, Mass., in August, 1898. 

Two trains were partially wrecked by tornadoes 
in June. 

On the 5th five men were killed by the wreck of a 
logging train near Williamson, W. Va. The train 
ran away on a steep grade. Near Fox Lake, Wis., 
June 7, the engineman of a freight train on the Chi- 
eago, Milwaukee & St. Paul died of heart disease 
while the train was running. 

We find accounts of only four street car accidents 
in June. The worst case was at Westchester, Pa., 
where a street car ran into a hand car of a steam 
railroad at a crossing, injuring four laborers, two 
of them fatally. Only three other persons are re- 
ported injured in street car accidents. 








The Boston & Maine is going to use coke in all its 
locomotives. About a dozen passenger engines run- 
ning in suburban service to and from Boston have 
been using this fuel for several weeks, and President 
Lucius Tuttle informs the Boston News Bureau that 
100 engines will be fitted for the new fuel during the 
present year. Water-tube grates are substituted for 
cast iron, so as to provide the requisite durability u»- 
der the intense het of a coke fire. This remarkable 


change in fuel is made possible by the fact that the 
New England Gas & Coke Co., which has begun to 
make fuel gas on a large scale, is able to sell coke 
to the railroad company at a price much lower thar 
it has ever before been furnished for. The Gas & 
Coke Company, which was formed a year or two 
since, gets its coal from mines controlled by the com- 
pany in Nova Scotia, and it has built a large manu- 
facturing plant on the Mystic River, near Boston. 
Mr. Tuttle says that by extending the sides of the 
tenders upward, the Boston & Maine engines can be 
run with coke from 125 to 150 miles without stopping 
to replenish the supply of fuel. The company already 
has oiled its roadbed for the suppression of dust, and 
Mr. Tuttle believes that, with the smokeless fuel, he 
can give as clean a passenger service as the electric 
roadscan. He expects also to save $100,000 a year inhis 
damage account, that being the sum which is paid on 
account of fires caused by sparks from locomotives. 
It will be some time before coke can be used on 
freight locomotives, as the Coke Company’s facili- 
ties for manufacturing are not yet equal to the de- 
mands of the whole of the Boston & Maine train ser- 
vice. It is expected that ultimately the road will use 
500,000 tons a year. The Boston News Bureau says 
that the Boston & Aibany has given an order for 
coke for use in locomotives; and also that the New 
England Gas & Coke Co. has contracted to sell 125,- 

000 tons of coke for export. 








On July 27, Judge Tuley, in the Circuit Court, Chi- 
cago, decided for the plaintiff in the case of Neilson 
vs. the Chicago, Rock Island & Pacific and Lake 
Shore & Michigan Southern railroads. The plaintiff 
claimed that his property in Chicago adjoining the 
tracks of those roads had been damaged to the extent 
of $15,000 by the track elevation. The railroads de- 
murred, claiming that as the tracks had been ele- 
vated under the police powers of the city, he was not 
entitled to damages. The Court held, however, that 
if the plaintiff's property was damaged as claimed 
he is entitled to compensation. If the decision is 
sustained by the Supreme Court the City of Chicago 
will probably have to pay numerous claims for dam- 
ages on account of track elevation as with one ex- 
ception, that of the Illinois Central, these ordinances 
contain a clause making the city responsible for all 
damages arising from raising railroad tracks. 





Accidents States in June. 


Train in the United 


COLLISIONS. 
Rear. 

ist, on New York Central & Hudson River, at 
Adams, N. Y., a local freight train which had 
stopped to take water was run into at the rear by 
a following freight, and the caboose and three cars 
were badly damaged. One of the cars contained 
blasting powder, which exploded, and the explosion 
and subsequent fire wrecked three cars. 

6th, on Gulf, Colorado & Santa Fe, near Gay Hilf,. 
Tex., a freight train ran into the rear of a preceding, 
freight, wrecking several cars; fireman injured. 

8th, 11 p. m., on Nashville, Chattanooga & St.. 
Louis, near Dalton, Ga., a freight train descending: 
a grade broke in two and the rear portion afterwar@ 
ran into the forward one, wrecking four cars. A 
brakeman was injured. 

12th, on New York, New Haven & Hartford, at 
Beacon Falls, Conn., a freight train standing at the 
station was run into at the rear by a following 
freight, and the caboose was wrecked and set On 
fire. Two trainmen were injured. 

12th, 11 p. m., on Long Island road, at Goose Creek, 
N. Y., a passenger train just starting from the sta~ 
tion was run into at the rear by a following special 
passenger train, and two cars were badly damagea. 
Four trainmen and six passengers were injured. 

17th, on Baltimore & Ohio, at Guffey, Pa., a pas- 
senger train ran over a misplaced switch and into 
some cars of coal standing on the side track. The 
engineman and fireman jumped off and were injured, 
A man on one of the coal cars was fatally injured. 

19th, on Philadelphia & Reading, near Annville, 
Pa., a wrecking train ran into the rear of a preced- 
ine freight train, and the engine fell down a ba~k; 
three trainmen injured. 

20th, on Louisville & Nashville, near Earlington, 
Ky., a freight train which had been unexpectedly 
stopped was run into at the rear by a following 
freight, and the caboose and six cars were badly 
damaged. The conductor was injured. 

24th, on Illinois Central, at Belleville, Ill., a pas- 
senger train ran into the rear of a preceding freight, 
wrecking the caboose and two freight cars. One pas- 
senger was injured. 

27th, 5 a. m., on Philadelphia & Reading, near 
Rossmoyne, Pa., a freight train entering a side track 
was run into at the rear by a following freight and 
the caboose was wrecked. Two trainmen were in- 
jured. 

30th, on New York Central & Hudson River, near 
Lathrop, Pa., a special train carrying officers of 
the road ran into the rear of a preceding freight 
train, badly damaging several freight cars. The 
fireman jumped off and was injured. 

And 24 others on 20 roads, involving 3 passenger 
and 34 freight and other trains. 

Butting. 

1st, on Northern Pacific, at Plains, Mont., butting 
collision between an eastbound passenger and a 
westbound freight train, wrecking both engines and 
a mail car. A tramp was killed and one brakeman 
was injured. 

4th, on Cleveland, Cincinnati, Chicago & St. Louis, 
at Indianapolis, Ind.. butting collision of switching 
trains, damaging both engines. One engineman was 
fatally injured. It is said that one of the trains was 
using the main track without proper authority. 

5th, on Baltimore & Ohio, at Monongahela Junc- 
tion, W. Va., butting collision between a freight trair 
and a yard engine. badly damaging both engines and? 
several cars, which fell down a bank. Six trainmer 
were injured. 


6th, on Colorado Midland, at Hickman, Col., the 
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engine of a freight train which had been detached 
tu take water became uncontrollable and ran unat- 
tended some distance to Buena Vista, where it col- 
lided with a passenger train, and both engines were 
wrecked. One fireman was killed and one engine- 
man injured. 

llth, on Atchison, Topeka & Santa Fe, near Raton, 
N. M., butting collision of freight trains, wrecking 
both engines and three cars; two trainmen injured. 

8th, on Pittsburgh, Cincinnati, Chicago & St. 
Louis, at Gosport, Ind., butting collision between a 
passenger train ard a freight; two trainmen and 
four passengers injured. It is said that the pas- 
senger train was running contrary to a telegraphic 
order. 

15th, on Southern Pacific, near Iron Point, Nev., 
butting collision of freight trains, wrecking both en- 
gines and several cars. A fireman was fatally in- 
jured. It is said that the conductor and engineman 
of one of the trains had forgotten a meeting order. 
In the rear portion of the westbound train were two 
carloads of giant powder. 

18th, 9 p. m., on Northern Pacific, near Linnton, 
Ore., butting collision between an excursion train 
and a freight train, badly damaging both engines 
and wrecking two cars of cattle. One passenger was 
killed and three passengers and two trainmen were 
injured. The conductor and the engineman of the 
freight both misread a telegraph order, reading 9:48 
for 8:48. The engineman testified before the Coroner 
that he had shown the order to the front brakeman, 
but the brakeman’s testimony is not published. 

And 14 others on 12 roads, involving 1 passenger 
train and 27 freight and other trains. 

Crossirg and Miscellaneous. 

2d, 3 a. m., on Pennsylvania road, at N Q block 
station, near Norristown, Pa., collision between a 
freight train and a switching engine, wrecking 1v 
cars. Two trainmen were injured, one of them 
fatally. 

3d, 3 a. m., at Penn Haven Junction, Pa., a freight 
train of the Lehigh Valley ran into a freight of the 
Central of New Jersey at the crossing of the twuo 
roads, and the engine and several cars were wrecked; 
engineman injured. 

5th, on Chicago, Milwaukee & St. Paul, at West 
Salem, Wis., the westbound fast mail train ran into 
a freight train which was backing into a side track, 
wrecking both engines and several freight and mail 
cars. A mail clerk was injured. 

6th, on West Jersey & Seashore, at Millville, N. J., 
collision of freight trains, damaging several cars. 
Two trainmen were injured. 

ith, 1 a. m., on New York Central & Hudson River, 
at Rensselaer, N. Y., an eastbound passenger train 
of the Boston & Albany ran into a freight train of 
the New York Central, badly damaging the engine 
and several cars. A brakeman jumped off and was 


‘injured. 


jth, on Pennsylvania road, at West Philadelphia, 
Pa., collision of freight trains switching in the yard, 
wrecking one car and injuring five employees. 

12th, 1 a. m., on Erie road, near New Castle, Pa., 
a freight train ran into a car of pig iron standing on 
a side track, but not clearing the main track, and 
the engine was damaged. A brakeman was injured. 

17th, on Central of New Jersey, near Allentown, 
Pa., a freight train ran into some freight cars which 
were standing on a side track, but fouled the main 
line, and several cars were wrecked. The engineman 
and fireman were severely scalded. 

22d, on Lehigh Valley, at East Buffalo, N. Y., col- 
lision of freight trains; one engineman injured. 

27th, on New York, New Haven & Hartford, near 
Dedham, Mass., collision between a freight and a 
work train, wrecking 10 cars. The engineman of the 
freight was killed and the fireman was badly injured. 
It is said that the freight passed a signal which was 
set against it. 

27th, on Pennsylvania road, near Greensburg, Pa., 
a passenger train collided with a switching freight 
train, and the engineman was Killed. 

And 32 others on 20 roads, involving 1 passenger 
train and 59 freight and other trains. 


DERAILMENTS. 
Defects of Roadway. 

Sth, on Texas & Pacific, near Eastland, Tex., a 
freight train broke through a trestle bridge and the 
engine and 16 cars were wrecked. The wreck took 
fire and, with the bridge, was burned up, with the 
exception of the caboose and three rear cars. Two 
trainmen were injured. 

8th, 9 p. m., on Kansas City, Pittsburgh & Gulf, 
near Grand View, Mo., southbound ‘passenger train 
No. 4 was derailed at a point where the track had 
been weakened by rain, and two passenger cars 
were overturned. Forty passengers were injured. 

9th, on Norfolk & Western, at Kilby, Va., a freight 
train was derailed at a bridge and the engine fell 
into Kilby Lake. The engineman and fireman were 
killed and a brakeman was fatally injured. Eight 
freight cars were wrecked. It is said that the abut~ 
ment to the bridge, which was undergoing repairs, 
had been weakened by a heavy rain. 

30th, on Pernsylvania road, at Stewart’s, Pa., pas- 
senger train No. 18 was derailed at a movable frog 
and the locomotive was overturned. The engineman 
was killed and the fireman injured. The movable 
frog was loose in consequence of the breakage of a 
yoke. 

And 5 others on 5 roads, involving 1 passenger train 
and 4 freight trains. 

Defects of Equipment. 

lst, on West Jersey & Seashore, near Pomona, N. 
J., one pair of wheels of a car in a passenger train, 
running at a high speed, was derailed by the break- 
ing of a flange, and ran about 1,800 ft. on the sleepers, 
but without doing serious damage to the car above 
the trucks. The engineman was signaled to stop as 
soon as the derailment was discovered. After run- 
ning about 1,400 ft. the train came to the crossing of 
the Brigantine Beach Railroad, and the damaged 
truck was broken and partly driven back against 
the rear truck, but the body of the car did not fall 
to the rails until the train had run about 400 ft. be- 
yond the crossing and had been stopped. The wheel 
that broke was the rear wheel of the front truck of 
the car next to the last in the train. 

14th, on Indiana, Illinois & Iowa, near Momence, 
Ill., a freight train was derailed by a broken axle 
and 11 cars of fresh meat were wrecked. A brake- 
man was injured. 

22d, on Union Pacific, near Chappel, Neb., a gravel 
train running at good speed was derailed by the 
breaking of a wheel and 24 cars were wrecked. Two 
tramps stealing a ride were injured. 

23d, on Burlington, Cedar Rapids & Northern, near 


Muscatine, Ia., a passenger train was derailed by 
the breaking of an axle of the forward truck of the 
locomotive, and several cars were ditched. The en- 
gine was overturned. The engineman, fireman and 
two passengers were injured. j 

And 21 others on 15 roads, involving 1 passenger 
train and 20 freight and other trains. 

Negligence in Operating. 

3d, on Atlantic & North Carolina, at Caswell, N. C., 
a freight train was derailed by a misplaced switch 
and the engine and seven cars were wrecked. The 
fireman was injured. 

6th, on Savannah, Florida & Western, near Quit- 
man, Ga., the engine and three cars of a freight train 
were derailed on a trestle bridge which was under- 
going repairs. The train had been signaled by a 
torpedo to stop, but it appears to have been running 
at uncontrollable speed. 

13th, on Louisville & Nashville, near Guthrie, Ky., 
a passenger train was derailed by a misplaced switch 
and the engine was overturned. The engineman and 
fireman were badly scalded. 

22d, on Boston & Maine, near Somersworth, N. H., 
a passenger train was derailed at a misplaced switch 
and the engine was damaged; engineman and fire- 
man injured. 

24th, on Pittsburgh & Western, at Renfrew, Pa., 
a passenger train was derailed at a point where the 
track was being repaired, and two passenger cars 
fell down a bank. Five passengers and two train- 
men were injured. 

24th, 10 np. m., on Union Pacific, at Ogdensburg, 
Kan., passenger train No. 1 was derailed at an un- 
fastened switch and five passenger cars were ditched. 
One passenger and one mail clerk were injured. 

And 9 others on 9 roads, involving 1 passenger train 
and 8 freight trains. 

Unforeseen Obstructions. 

3d, on Chicago & Eastern Illinois, near Watseka, 
Ill., a freight train was struck by a tornado and five 
cars were blown into the ditch. , 

17th, on Baltimore & Ohio Southwestern, near 
Proctor, Ind., the locomotive of a passenger train 
was derailed by spikes which had been placed on the 
track by boys, and was badly damaged. 

17th, on Chicago & Northwestern, near Gowrie, Ia., 
a freight train was struck by a tornado and 10 freight 
cars were blown off the track. 

19th, on International & Great Northern, near 
Troupe, Tex., a freight was derailed by a ma- 
licious obstruction, and the fireman and one brake- 
man were injured. 

23d, on Central New England, near Canton, Conn., 
a freight train was derailed by running over an ox, 
and the engine and eight cars were wrecked. The 
wreck took fire and several cars were burned up. The 
engineman and fireman were injured. 

30th, on Vandalia Line, near Heckland, Ind., a 
freight train was derailed by a car door lying on the 
track, and the engine was overturned. The cars were 
wrecked. The engineman was killed and the fire- 
man and one brakeman were injured. 

30th, on Philadelphia & Reading, near Shamokin, 
Pa., a passenger train was derailed by an iron nut 
which had been placed on the track, and the engine 
was overturned. The fireman was killed and the en- 
gineman injured. The train was running at good 
speed and was badiy broken up. Two boys, one nine 
years old and the other seven, were arrested for put- 
ting the obstruction on the track. 

And 5 others on 5 roads, involving 1 passenger train 
and 4 freight trains. 

Unexplained. 

3d, on Philadelphia, Wilmington & Baltimore, near 
Elkton, Md., a parlor car in a southbound express 
train was derailed and ran about half a mile on the 
ties, and was then rerailed at a frog. Nearly all the 
rail joint fastenings on one side of the track were 
weakened throughout the half mile traversed by the 
derailed car. 

6th, on Burlington, Cedar Rapids & Northern, near 
Marble Rock, Ia., a freight train was derailed and 
five cars were ditched. Two trainmen were injured. 

6th, on Buffalo & Susquehanna, near Keating Sum- 
mit, Pa., a freight train was derailed and several 
cars were wrecked. A brakeman was fatally injured. 
One car fell against a dwelling house and a woman 
in the house was frightened into fits, which came 
near being fatal. 

7th, 1 a. m., on Missouri Pacific, near Goff’s, Kan., 
a mixed train was derailed, and a mail car and two 
passenger cars fell down a bank. Nineteen pas- 
sengers were injured. 

10th, on Great Northern, near St. Michaels, Minn., 
eastbound passenger train No. 4 was derailed, and 
the whole train, except the engine, was ditched. The 
baggageman and the dining car conductor were in- 
jured. There were 187 passengers on the train and, 
according to the reports, every one of them was able 
to walk about after the derailment, although the 
—_ was running at a high speed when it left the 
track. 

lith, on Chicago, Rock Island & Pacific, at Gen- 
eseo, Ill., a pasenger train was derailed and three 
passenger cars ran against a stock train standing on 
a side track. Thirteen passengers and two trainmen 
were injured. 

12th, on Kanawha & Michigan, at Rutland, O., a 
freight train was derailed and several cars fell 
against the station building, badly damaging it. A 
man standing on the platform was fatally injured. 

15th, on Cleveland, Cincinnati, Chicago & St. Louis, 
near Shelby, O., a freight train was derailed and two 
tramps were injured. 

27th, on Cleveland, Cincinnati, Chicago & St. Louis, 
near Danville, Ill., an excursion passenger train was 
derailed, and the engine and first two cars were 
ditched. Three passengers were injured. 

28th, on Lehigh Valley, at Jersey City, N. J., a 
switching engine was derailed and a brakeman riding 
on the front end was fatally injured. 

And 44 others on 31 roads, involving 7 passenger 
and 37 freight and other trains. 


OTHER ACCIDENTS. 


5th, on Flint & Pere Marquette, at Rose Center, 
Mich., a freight train crossing a bridge was struck 
by lightning, and a tank car of oil took fire: the fire 
spread rapidly and nine cars and the bridge were 
destroyed. 

15th, on Nashville, Chattanooga & St. Louis, at 
Tunnel Hill, Ga., a platform car loaded with wooden 
tanks stuck in a tunnel, on account of the load being 
too wide, and the road was blocked about seven 
hours. 

28th, 9 p. m., on Cincinnati, New Orleans & Texas 
Pacific, near Chattanooga, Tenn., a passenger train 
ran over a large rock lying on the track, and the 


mail car was considerably damaged. It is said that 
the rock must have been placed on the track malic- 
iously, and that but for the electric headlight on the 
locomotive the train would have run upon the rock 
at much higher speed. 

And 2 others on 2 roads, involving 1 passenger train 
and 1 freight train. 


A summary will be found in another column. 








Fast Run on the London & North Western. 





At the time of the recent engineering conference 
of the Institution of Civil Engineers (British), Mr. 
F. W. Webb, Chief Mechanical Engineer of the Lon- 
don & North Western took a party of about 200 to 
the Crewe works and back by a special train. The 
total weight of the train, tender and engine was 
nearly 920,000 lbs.; the highest speed was 71 miles an 
hour on the run from Euston to Crewe, while the 
average for this run was 50 miles an hour. In speak- 
ing of the trip, an English railroad journal said that 
it was one of the finest locomotive performances that 
had ever been made in England. 

The engine which drew the train was the “Iron 
Duke,” No. 1908, which is a four-cylinder compound 
with a working steam pressure of 200 lbs. and weigh- 
ing complete 121,856 Ibs. The following are the lead- 
ing dimensions and weights of the engine: 


The “Iron Duke,’ Four-Wheel Coupled Compound of 
the Northwestern. 
Cylinders: 3 







So SY ROMMIED cnccSskscdcccsssnasce eakiecsase 15 in. x 24 in. 
2 low Ere = -alnarek@alpe eee aalew etnelianiaaitas gad 20% in. x 24 in, 
Wheels: wt. In. 
POET VAOS MO EVANS 5 a cciocsicn nccceseinebee sions t 1 
SRM TER NONE. is oiptecale Ruecican ssa desea <apasicee 369 
Wheel Base: 
Center of radial truck to center of driving 
MRI ance cocias bic toncecoanas skmcnsiiew es ceiy 10 4% 
Center of driving wheels to center of 
TEAUING WCC csc vecisisicnsescconnredes secs ies 8 
PIAL WE ROOU MBO. oc cwesecscckavactasethsesstecs 23 2 
Boiler: 
Mean diam. outside plates.........ccsessceee 4 2% 
Depsth. OF Darrel. <.6'csysicss ove AO EES 


Length of firebox (outside) ° 
WAGER: OF TPOROX 0. e600 06008 s & 8 


Diam. of tubes (outside) 1% 
PAREMEIICRNGE PIONS: o55cc coca ch nisiesio'c dnlseee pce pasos ecdlaes aces 225 
SIOUIOE TIVCAMULG nie sc'ssscevenconscescacees 200 lbs. per sq. in. 
Heating Surface: 
NEE soe cies ols case wcawuwmsine case aabeusendemewen 1,220.5 sq. ft. 
NE OMERRL ca wane ea sue Wain ois. ceiaine sip seene ance scgs cuneae 159.1 sq. ft. 
ME oa ct oe a tuens cease eure caoNenA prsseineeaee 1,379.6 sq. ft. 
MICO GOO OAR OR ic cccapcccins's<ieinnenwinw ne cs nas none de 20.5 sq. ft. 
Weight of Engine in Working Order: Lbs. 
WGMT OF TAGIDL- STUCK cccccccccscesscvesestcgessese +» 42,336 
= oe PENNS SOND: sess Gice dicinlg Gosite hdc se. enecene 40,320 
= OO oiplascawieudn casos cacanscusaen 39,200 
INGO I APBIGAG cise chsinevaned aces sncacrencnenes cAseastesese 121,856 
Weight of tender in working order..................6+ 59,584 
Total weight of engine and tender in working 
GHORE ccadeoniks ccricnsecsacves ties SKE DETR Cub eusaedacceate 181,440 


The train was made up of 14 cars, consisting of 12 
45-ft. and one 50-ft. bogie and a six-wheeled dyna- 
mometer car. The 14 cars weighed 737,520 Ibs. and 
the total weight, including the engine and tender, 
was 918,960 lbs. and including the passengers the total 
weight was 941,360 lbs. The ratio of the weight of 
the engine and tender to the weight of the train was 
1 to 4.18. The following particulars were noted dur- 


ing the run: 
Down to Down to 


: Crewe. Euston. 
Total length of trip. ............. errr ....159 miles 159 miles 
Maximum speed, miles per hour............ 71 65 
AMORMUDnss ccnaceeeoreeenciiees «+ ebebdccicsece . OD 52 4 
Steepest gradient........-..sseeoe -- esieccce eae 1in 177 
Coal coasumed, pounds per mile...... 43.7 39.7 
Pounds of water evaporated per pound of 

OOM” | ossccconcsceeves Selesinaiceueneas acces ° am 7 $4 
Class of coal. .... ‘ South Wales 


Maximum pull of drawbar at st \rting.....4.75 tons 7 tons 
Maximum pull of drawbaratrunning. . 5.25 “ pT 

The really interesting feature, however, of this run 
was the records taken by the tractometer on the 
dynamometer car and naturally, the results lead to a 
consideration of train resistance. The results sim- 
ply confirm the long suspected inaccuracy of the D. 
K. Clark formula. The tractometer van which made 
the record was between the tender and the train and 
ran on six wheels. The middle ones which work the 
recording mechanism carry only a small part of the 
load. This dynamometer car consists simply of a 
set of levers and springs which give movement to a 
horizontal arm carrying a pencil, which draws a line 
on a sheet of paper passing under the pencil as the 
train moves. The electrical contact is made by a 
clock every half minute, so that in order to know the 
speed during any half minute it is necessary simply 
to apply a scale graduated in miles and decimals of 
a mile to this line, to the distance between any two 
breaks in the line, thus indicating the distance run 
in half a minute. The Engineer (London) says 
that the apparatus is very sensitive, so much so 
that the reduction in speed caused by the scoop pass- 
ing through the pick-up trough was registered. 

The diagrams, of course, did not record the resist- 
ance of the engine and tender. According to the re- 
sults given in The Engineer of July 14, the average 
train resistance was about 1% tons, or in round 
numbers about 4,000 Ibs. Taking the weights of 
the train and passengers at 340 tons we have for 
the resistance 11.76 Ibs. per ton. It. may be noted 
that the train was quite new and the journals conse- 
quently showed higher resistance than they will after 
having been run down to the bearings. If we ap- 
proximate the resistance of the engine and tender 
at 20 lbs. per ton we will have a total resistance of | 
the train, with the engine and tender, of 4,000 plus 
1,620 Ibs., or a total of 5,620 Ibs. ; 

Applying Clark’s formula to the meagre records 
at hand we find that too high a result is obtained, 
whereas the Baldwin Locomotive Works formula, 
R=1/6 V+3, gives too low a result. It is significant 











Ara. 11, 1899. 


THE RAILROAD GAZETTE. 


871 








to note that in this case, as near as we can judge 
from the figures at hand, that the Engineering News 
formula, deduced by the late A. M. Wellington from 
various tests, R=1/4.V+2, gives approximately cor- 
rect results. Too much weight should not be given 
to this, however, but it may be well to note the fact. 

The average water evaporated was, 21.18 lbs. per 
h.p. hour, and the average economical evaporation 
was 7.85 lbs. per lb. of coal, which gives in the calcu- 
lation, 2.7 lbs. of coal as the consumption per h.p. 
per hour. A calculation for the coal per h.p. hour 
based on the resistance referred to above, that is, 
11.76 lbs. per ton for the train and 20 lbs. for the en- 
gine and tender, gives practically this coal consump- 
tion, so that the figures for the resistances were 
pretty accurate. This low figure for the coal con- 
sumption is exceptionally good. 


TECHNICAL. 











Manufacturing and Business. 

The Link Belt Engineering Co. of Philadelphia has 
been awarded a contract by the New York Central 
& Hudson River for three complete coaling stations, 
to be built at Utica, Weehawken and Kingston. These 
stations, to handle run-of-mine bituminous, will em- 
ploy the Link Belt carrier and will embody other 
improvements that have been suggested by the com- 
pany’s long experience in that line of work. The 
ccmpany is also building a locomotive coaling station 
for the Lehigh Valley at South Plainfield, N. J. At 
this point, lump anthracite, run-of-mine bituminous 
and the small sizes of anthracite are to be handled. 

The Navy Department on August 8 opened the bids 
for the machinery of the Brooklyn Dry Dock, which 
was destroyed by fire last spring. Newspapers state 
that there were nearly 1,000 bids opened. In electric 
apparatus, for a complete power plant the three low- 
est bidders were the Bullock Electric Manufacturing 
Company, $190,000; the General Electric Company, 
$180,000, and the Westinghouse Electric and Manu- 
facturing Co., $165,000. For the six cranes, the bids 
ranged from $35,000 to $60,000. Apparently the lowest 
bidders for the cranes were Spaulding & Hurnichver, 
the Morgan Engineering Company, and the Niles 
Tool Works. For the other apparatus there were 
908 bids, ranging from $149,800 to $189,000. Of these 
the General Electric and the Westinghouse Company 
put in the lowest. is 

Ferguson Brothers, 109 Chestnut St., Philadeiphia, 
Pa., makers of chemicals, have lately added a de- 
partment to give special attention to preparing 
chemicals for railroad uses. The goods are packed 
under specifications of some of the large trunk lines 
in the United States and include Special Railroad 
(98/100 per cent.) and Railroad (90/92 per cent.) lye, 
Special Railroad Blue Vitriol, Soda Ash and Sal 
Soda and Muriate of Ammonia or Sal Ammoniac for 
battery purposes. 


Kron and Steel. 

The Pennsylvania Malleable Steel Co. of Pitts- 
burgh has been organized by Geo. S. White, formerly 
of the McConway & Torley Co.; Leslie W. Young, of 
Joshua W. Rhoades & Co.; Charles V. McLoughlin 
and other employees of the Pressed Steel Car Co. 
George S. White has been elected President and 
David O. Holbrook, Secretary and Treasurer. The 
company will build a plant at McKees Rocks ad- 
joining the works of the Pressed Steel Car Co., and 
bids have been asked for the various buildings, the 
main building to be 640 ft. long and 220 ft. wide, of 
structural steel, to contain a foundry, annealing 
rooms and power house. Everything in the mal- 
leable iron line will be made, but a specialty will be 
made of railroad fittings. 

Col. John Lambert, President of the American 
Steel & Wire Co.; and family, and Col. I. L. Ellwood, 
a member of the Executive Committee of the same 
company, have gone to Europe, expecting to be ab- 
sent for two months. 

Government Work. 
Sealed proposals for dredging at Milford Haven, Va., 
will be received until Aug. 26, at the U. S. Engineer’s 
Office, Washington, D. C. Chas. J. Allen, Lieut. Col. 
of Engineers, U. S. A. 

Proposals for building a section of the breakwater 
at Gloucester Harbor, Mass., will be received at the 
U. S. Engineer’s Office, Boston, Mass., until Aug. 29. 
Chas. R. Sutter, Colonel of Engineers, U. S. A. 

Sealed proposals for delivery of rubble stone in 
breakwater at Sandy Bay, Mass., will be received 
until noon, Sept. 5, at the U. S. Engineer Office, Bos- 
ton, Mass. Information furnished on application. 
Chas. R. Sutter, Colonel of Engineers, U. S. A. 

Proposals for dredging in Raritan Bay and South 
River, N. J., will be received at the U. S. Engineer 
Office, Army Building, New York, until Aug. 26. 
Further information can be had of J. W. Barlow, 
Colonel of Engineers, U. S. A. 

Proposals for dredging at Doboy Bar, Ga., will be 
received until noon of Aug. 21, at the U. S. Engineer 
Office in Savannah, Ga. Address Cassius E. Gil- 
lette, Captain of Engineers, U. S. A, 

Sealed proposals will be received at the office of 
the Supervising Architect, Treasury Department, 
Washington, D. C., until 2 p. m. Aug. 31, for the con- 
struction (except heating apparatus, electric wiring 


and conduits) of the United States post office build- 
ing at Newport, Ky., according to the plans on file 
in that office. Jas. Knox Taylor, Supervising Archi- 
tect. 

Proposals for dredging in Nandua Creek, Va., are 
wanted by 12 o’clock of Aug. 29, at the U. S. En- 
gineer Office, 166 Granby St., Norfolk, Va. Address 
Thomas L. Casey, Major of Engineers, U. S. A. 

Captain C. S. Riche, Corps of Engineers, U. S. A., 
in charge of the port at Galveston, Tex., will re- 
advertise for bids for the construction of the ‘Texas 
City channel. 

Bids are wanted by Sept. 1 for improving Johnson’s 
Bayou, La. Address Major Jas. B. Quinn, Corps of 
Engineers, U. S. A., New Orleans, La. Bids are also 
wanted by Major Quinn, Aug. 25, for hire of a dredge 
for improving Grand River, La. 

To Bebuild Dry Dock No. t—Brooklyn. 
On Saturday, Aug. 5, Engineer Asserson of the 
Brooklyn Navy Yard placed orders for about $100,000 
worth of material, consisting mostly of stone and 
eement, to rebuild timber dry dock No. 2, Brooklyn 
Navy Yard. 

Canal Contracts Awarded. 
Superintendent of Public Works Partridge, Aug. 2, 
awarded these contracts for canal improvement in 
New York State: For removing obstructions from 
Racquette River dam near Raymondsville, St. Law- 
rence County, to William Coates, of Raymondsville, 
for $2,208. For dredging the Cayuga and Seneca 
Canal and removing bars and obstructions, to G. L. 
Grannis, of Syracuse, for $7,025. For the construc- 
tion of a stone arch culvert in the Erie Canal at 
Little Falls, to Hallinan Bros., of Little Falls, for 
$4,490. 

Bridge Steel for Burmah. 

The Pennsylvania Steel Co. on Aug. 2 shipped 43 car- 
loads of bridge steel to India. It comprises one-half 
of the steel to be used in building the viaduct across 
the Gokteik gorge, about 8U miles west of Mandelay 
tor the Burmah Ry. Twenty-five of the Steel Com- 
pany’s men will accompany the steel to erect the 
bridge. The contract calls tor one-half of the struc- 
ture to be shipped during the first week in August. 
The remaining half will be shipped late in the fall, 
and the construction will be begun in November, 
after the close of the rainy season. (May 12, p. 341.) 
Bids for League Isiana Dry Dock. 
The Navy Department opened the following bids 
Aug. 5, in Washington, for the new timber dry dock 
at the United States Navy Yard, League island, 
Philadelphia: Farrell & Hopper, New York, $1,182,000; 
McGaw & Roosevelt, Philadelphia, $1,220,000; Mcll- 
vain-Unkelfer Co., Pittsburgh, $1,143,569; Curtis & 
Driscoll, Springfieid, Mass., 9390,uvuu; George Pierce, 
Bangor, Me., $49,913; Atlantic, Gulf & Pacific Co., of 
New York, $749,000, and $3.50 a square ft. for steel ap- 
proaches; Degnon-McLean Construction Co., New 
York, $957,000. ‘he dimensions of the dry dock are: 
Leagth over all, 750 ft.; width on top, 144 ft.; width 
on floor, 80 ft.; entrance width, 101 ft.; depth from 
top to floor, 40 ft.; draught at mean high water, 30 
ft. ‘these dimeusions will make the dock of suffi- 
cient size tu accommodate the targest battleship in 
the Navy. Long leaf yellow pine is used in the 
construction, but the contract contains a proviso 
reserving to the Government the right “to modify 
the construction of this dry dock from one of timber 
to one of stone, in case Congress so authorizes.” If 
such a change is made a board of officers, of which 
three are to be civil engineers, will determine the 
increased price, including a 10 per cent. profit. Be- 
sides the dock proper, the contract covers engines, 
boilers, cofferdam gate worked by electricity, pump- 
ing plant, steel caissons and the various houses, 
wharves, etc., required. This dry dock is one of four 
authorized by Congress in the last Naval Appropria- 
tion bill. The others on the Atlantic Coast—at Bos- 
ton and Portsmouth, N. H.—are to be of stone and 
concrete. 

At the time of going to press the contract for the 
League Island dock had not been awarded. 

Storm Sewers for Jackson, Miss. 
The Mayor and Board of Aldermen of Jackson, 
Miss., will receive bids till Sept. 5, for constructing 
a system of house and storm sewers of about 24 miles. 
D. P. Porter, Jr., Clerk; Walter G. Kirkpatrick, En- 
gineer. 

The Office of the Secretary of the Associations. 
Mr. Joseph W. Taylor, Secretary of the Master Car 
Builders’ Association and of the American Railway 
Master Mechanics’ Association, announces that the 
office of the Secretary of those associations is now 
in the Rookery Building, Chicago, Room 667. 








THE SCRAP HEAP. 


Notes. 

The Missouri Pacific has decided to let to outsiders 
the contract for getting out coal from the mines 
owned by the company. 

On Aug. 1 the State Railroad Commission of 
Florida, for the first time, sat as a Court. The 
occasion was a petition from the Atlantic, Valdosta 
& Western Railway Co. for an order allowing it to 
use the Union depot of the Jacksonville Terminal 
Co. a Selene ae 


The New York, New Haven & Hartford has lately 
put in service on the line from Braintree, Mass., 
to Cohasset a combination passenger and baggage 
car fitted with electric motors, with which it can 
propel itself and four or five other cars. The car 
has four motors of 160 h. p. each, and it is claimed 
that one of these cars can draw seven others at the 
rate of 50 miles an hour. 

The Brooklyn Rapid Transit Co., controlling the 
Brooklyn Elevated Railroad, has reduced from $3.50 
a day to $2.50 the wages of the locomotive engine- 
men who had to give up their steam engines and 
are now running electric motors. Motormen running 
on the surface of the streets and over the bridge to 
New York are paid $2.25 a day, while those on 
ordinary street surface cars receive $2 a day. 


Fall of A Tunnel Hoof. 

We noted last week the fall of the roof of a tunnel 
on the Baltimore & Ohio near Cambridge. This tun- 
nel was built in 1853, through a soft shale formation 
and supported by a sandstone arch. It is supposed 
that a void existed over the arch, permitting a heavy 
fall of shale which crushed the arch for a distance of 
twenty-five feet. Temporary repairs have been made 
by the use of heavy timber supports, both to the 
arch and the roof; and as soon as the situation can 
be intelligently examined and plans formulated, re- 
pairs of a permanent character will be made. This, 
as well as all other tunnels on this line, was care- 
fully watched and the damage discovered and re- 
ported immediately. The accident caused no damage 
to trains or injury to employees. Passenger and fast 
freight trains were detoured by other lines with but 
little delay or inconvenience to patrons of the road. 


Inland Navigation for South America. 

Minister Loomis writes from Caracas in regard to 
a plan recently preseuted to the government which 
looks to the greatest system of inland water ways 
in the world. It is proposed to connect by canals 
the river systems of the continent of South America, 
making a navigable water way from the valley of 
the Orinoco to that of La Plata, inclusive. The esti- 
mated cost of this work is $200,000,000, which figure, 
however, is largely conjectural, as no accurate sur- 
veys or detailed statement of the probable cost has 
ever been made. ‘This seems to be poor stuff for a 
United States Minister to send and for the State De- 
partment to print. 


A Coke Company. 

A company, to be known as the Universal Fuel Co., 
has been organized with a capital of $1,000,000 for the 
purpose of making coke on a large scale from low- 
grade Illinois ana lowa coals. ests of the process 
tor doing this have been carried on during the past 
few months at Chicago, and Mr. Levi Z. Leiter, of 
Chicago, is named as one of those largely interested 
in the new company. 


Three Railroad Disasters. 


In the newspapers of Monday morning last, 66 pas- 
sengers were reported killed, 29 being reported trom 
Counecticut, 20 trom Maiue and 17 from s#rance. The 
last mentioned is the only one of the three accidents 
in which a standard steam railroad train was in- 
volved. This was a rear collision at Juvisy, 15 miles 
south of Paris, on Saturday night. ‘the Paris and 
Nantes train of the Orleans road and a train of the 
Paris, Lyons & Mediterranean collided during a hard 
thunder storm. Besides the 17 killed, 73 were in- 
jured. The press reports say “it is supposed that the 
electric current may have been responsible for the 
defective signalling.” 

At Bar Harbor, Me., on Sunday morning, Aug. 6, 
about 200 passengers were crossing a gang plank 
from the wharf of the Maine Central Railroad to a 
vessel which was to take them to Mt. Desert, and 
the gang plank broke in two, letting the whole crowd 
into the water. About 20 persons were drowned. 
A crowd, not properly controlled, packed the gang 
plank full. This plank rested on the wharf at one 
end and at the other was suspended by chains. It 
was almost new. From reports in the Boston Herald 
it would appear that it was 37 ft. 6 in. long and 10 ft. 
wide. The chains suspending the outer end of the 
platform were attached about 4 ft. from the end. 
The frame consisted of 3 in. x 12 in. timbers and the 
floor planks were 2 in. spruce laid transversely; but 
it is impossible to get from the published accounts 
a clear idea of its strength. The foreman carpenter 
who built it thinks the initial failure was the pull- 
ing of the 1% in. iron truss rods through the timbers 
at the ends. There were three rods, and the nuts 
cn the ends were 2% in. in diameter, but without 
washers. These nuts were pulled through. 

Near Stratford, Conn., on a new electric line just 
opened between Bridgeport and Shelton, an electric 
car ran off the track on Sunday afternoon, and, after 
running on the sleepers of an iron bridge for about 
70 ft., tumbled off into the mud about 50 ft. below 
the track; and of the large number of passengers 
aboard only two escaped injury. It is believed that 
29 were killed. The car jumped the track just before 
it entered on the bridge. At the bottom of the ravine 
it landed on its roof and the heavy iron work 
dropped on the passengers. All those who fell with 
the car were of course badly injured, the number of 
non-fatal injuries being about a dozen. The car ap- 
proached the bridge on a three per cent. descending 
grade and appears to have been running at high 
speed; but no exact statement is published. The 
bridge floor has six-inch guard timbers outside of 
the track. The motorman saved himself and is held 
for trial on a charge of manslaughter. 


Daily Junction Car Reports. 

At the May meeting in Washington of the Eastern 
Association of Officers in Charge of Car Service, it 
was announced that about all the members of that 
Association had agreed to report to one another the 
receipt as well as the delivery of cars. This is one 
of the subjects the Association has been hammering 
at for several years, and it seems that its work has 
not been in vain. The new plan now only waits for 
the members to carry it into effect. Once fairly 
started by any considerable number of roads it will 
likely demonstrate its superior usefulness and other 
roads will recognize its value and join in the agree- 
ment. The small amount of labor entailed will cer- 
tainly repay the effort by vastly reducing the num- 
ber of errors and avoiding much unnecessary cor- 
respondence.—Equipment Register, 
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Lake Notes. 

The new freight schooner Manila, recently 
launched, as noted in our issue of June 23, arrived 
at South Chicago last week with 7,300 gross tons of 
ore on an i8 ft. draft, which, adding 1 per cent. for 
moisture in the ore, made a total weight of 7,373 
gross tons, or over 8,000 net tons. This cargo was 
unloaded in 12 hours. The largest previous cargo 
was carried by the schooner John Fritz, of the Bes- 
semer Line, and consisted of 7,952 net tons of ore. 
The Manila’s cargo is the first to exceed 8,000 net 
tons. 

Lake vessels are loading to greater depth than 
ever before. From Lake Superior the depth of water 
exceeds 18 ft. and at Chicago boats drawing 17 ft. 6 
in. have been towed over the tunnels in the Chicago 
River without touching. The lake levels are higher 
than usual, adding 5 to 10 per cent. to the capacity 
of the larger boats. 

The National Steel Co. has bought the nine steel 
steamers that have been controlled by M. A. Hanna 
& Co. Four are the steamers of the Mutual Trans- 
portation Co., the Coralia, Corsica, Corona and Cam- 
bria; and five are of the Menominee Transit Co., the 
Grecian, Roman, German, Saxon and Briton. The 
last five are now under charter to the Canada At- 
lantic Line, but the lease expires with the end of 
this season. The National Steel Co. has also ac- 
quired the entire stock of the Chapin Mining Co. and 
the Winthrop Tron Co., the acquisition of the boats 
forming part of the transaction. The capacity of the 
mines at present is said to be 1,250,000 gross tons a 
year and the boats can move 1,000,000 tons of ore in 
a season from Escanaba. M. A. Hanna & Co. will 
continue to manage the mines and the vessels. 


Proposed New Railroad in Formosa. 

Mr. James W. Davidson, Consul of the United 
States at Tamsui, Formosa, reports that work is to 
be begun at once on a new railroad 28 miles long 
from Takow to Tainan. The country is level and 
the work is easy. Two small bridges will be needed. 
The Consul was unable to get information from the 
Chief Engineer, but he learns that about a million 
dollars has been appropriated for work during the 
present year. The existing railroad in Formosa is 
from the Tamsui River southerly 40 miles to Hsin- 
chiku. This road was built by the Chinese in 1893. 
The road has been greatly damaged by freshets and 
lack of care, and much work is now needed on it. 
The Japanese Government proposes to begin work 
this year on a new bridge, nearly 2,000 ft. long, on 
this line. The Government officials inform the Con- 
sul that probably the locomotives, rails and bridge 
material for the new road will be bought in the 
United States. The existing line is of 3 ft. 6 in. gage 
and the track is laid with 36 Ib. rails. It is pro- 
posed to use 60 Ib. rails hereafter. 


A Heavy Load. 

On June 9 the Bethlehem Steel Co. shipped the 
shaft of an engine for the Boston Elevated Railread. 
This shaft and the parts attached weighed 170,400 
Ibs., and this is said to have been the heaviest load 
ever shipped by rail, except the Krupp gun which 
the Pennsylvania Railroad carried to the World’s 
Fair. This latest shipment was taken from Bethle- 
hem by the Philadelphia & Reading Railroad and 
was carried on two cars. One of these, of 100,000-1bs. 
capacity, is specially built for work of this kind, 
having two six-wheel trucks with metal frames. 
The other was a Jersey Central 80,000-lb. gondola. 
The shaft was so loaded that 60 per cent. of the 
weight was carried on the car of greater capacity. 
This shaft, which was made for an engine built by 
the Corliss Steam Engine Co., of Providence, R. I., 
is 37 in. in diameter at the middle and hollow forged, 
with a 17 in. bore. It is 27 ft. 10 in. long. The 
Bethlehem Company has in hand orders from the 
E. P. Allis Co. for 11 shafts of the same size to be 
used in the engines of the Metropolitan Street Rail- 
way Co., in New York City; also 16 similar shafts 
for the Westinghouse Machine Co., to be used in the 
power house of the Third Avenue Railroad in New 
York City, and two for the Brooklyn Edison Illumi- 
nating Co. The company has also in hand 15 shafts 
somewhat smaller than these for the Westinghouse 
Electric & Mfg. Co., to be used in the water power 
plant at Messina, N. Y. 

Carnegie on Westinghouse. 

Mr. Andrew Carnegie has been interviewed on the 
proposal of the Westinghouse Electricity Company 
to erect at Old Trafford, Manchester, a duplicate of 
their Pittsburgh works. “Mr. Westinghouse,” said 
Mr. Carnegie, “is too great a man to belong to any 
one nation. He is one of the great benefactors of 
mankind. But it is not loss what a friend gets, 
therefore I am glad he is going to build in Britain. 
Whether the Manchester establishment will be able 
to compete with the Pittsburgh one depends largely 
upon what the British workman will permit Mr. 
Westinghouse to do. If labor restricts the product 
of his wonderful machinery, if it is not as sober 
and steady as American labor, it is doubtful, but 
given free scope Mr. Westinghouse, I have no doubt, 
will make the Manchester works as powerful as he 
has made the Pittsburgh. The British works will 
have the very great advantage over the American 
of being near the customer. It is this fact, no donbt, 
that has induced Mr. Westinghouse to establish a 
plant in Manchester. It is pretty certain that 
British labor will be almost wholly employed. He 
may at first have to bring over a corps of his ex- 
pert young managers—a class which does not exist 
in Great Britain, but which I expect the Birming- 
ham University to furnish by-and-by. In my 
opinion, there is nothing more desirable for Britain 
than the object-lesson Mr. Westinghouse has in his 
power to give by managing his works in Manchester. 
I congratulate not only Manchester, but Britain, 
upon this peaceful industrial invasion. The two 
branches of our race will be benefited by strenuous 
rivalry.”—Daily News (London). 








LOCOMOTIVE BUILDING. 





The Wheeling & Lake Erie will buy ten locomo- 
tives. 

It is reported that the Chicago, Burlington & Quin- 
cy will order some new engines. 

The Schenectady Locomotive Works are building 
two 10-wheel engines for the Maine Central. 


The Pennsylvania has ordered 34 Class G 4 locomo- 
tives to be built at its Altoona shops. 

The Chicago, Milwaukee & St. Paul will build six 
six-wheel switchers at its West Milwaukee shops. 


The Chicago, St. Paul, Minneapolis & Omaha is 
having one engine built by the Brooks Locomotive 
Works. 

It has been stated that the Chicago & Eastern Illi- 
nois will contract for new locomotives, but we have 
no official information. 


The Cincinnati, New Orleans & Texas Pacific has 
placed an order with the Pittsburgh Locomotive & 
Car Works for eight consolidation engines. 

The Erie has ordered 25 consolidation engines from 
the Rogers Locomotive Co. and will probably in- 
crease the order to 30, provided necessary deliveries 
can be made. 








CAR BUILDING. 


The Michigan Central has received bids on 5,000 
freight cars. 


The Chicago & West Michigan has asked bids on 
100 furniture cars. 


The Atchison, Topeka & Santa Fe will build at 
its own shops 600 box cars. 


The Hammond Refrigerator Line is in the market 
for about 100 refrigerator cars. 


The Erie has placed an order with the Pressed 
Steel Car Co. for 1,000 steel cars. ; 


The Texas Midland has ordered 100 box cars from 
the American Car & Foundry Co. 


The St. Paul & Duluth is reported in the market 
for passenger cars. We have no official information. 


It is reported that the Chicago & Northwestern has 
ordered 2,500 freight cars from the Haskel & Barker 
Car Co. 


The Wheeling & Lake Erie is in the market for one 
passenger coach, but has definitely decided to buy no 
freight cars. 


The American Linseed Oil Co. has ordered 50 
tank cars from the American Car & Foundry Co., 
to be built at Milton. 


It is-stated that the Chicago & Eastern Illinois will 
place orders for freight cars but we were unable to 
get information confirmed at time of going to press. 


The Indiana, Illinois & Iowa has ordered from the 
American Car & Foundry Co. 400 coal cars of 80,000 
Ibs. capacity and eight caboose and five passenger 
cars. The road will also place an order for 100 box 
cars of 80,000 lbs. capacity. 








The Brooklyn Heights has ordered 250 open cars 
for next spring delivery, 50 from the Briggs Carriage 
Co., 100 from Laconia Car Co. and 100 from the 
American Car Co. 








BRIDGE BUILDING. 


ALBUQUERQUE, N. M.—A steel bridge on the 
Atchison, Topeka & Santa Fé between Albuquerque 
and Raton, N. M., was ruined by a flood July 21. 


ALEXANDRIA, S. D.—Bids are asked until Sept. 
5 for a bridge over Twelve-mile Creek in Worthen 
Township. Address H. P. Benjamin, County Auditor. 


ANDERSON, TEX.—Reports state that bids are 
asked until Aug. 14 for an iron bridge over Nevasta 
River. Address G. B. Wiles, Engineer, Houston, 
Tex. 

ANGLETON, TEX.—The Attorney-General has 
disapproved of the issuance of county bonds for 
$25,000 for new bridges, as Brazoria County has 
reached its limits for roads and bridges. 


BALDWINSVILLE, N. Y.—The Town Council has 
decided to build the proposed bridge over the Seneca 
River. It will be about 48 ft. wide and 260 ft. long. 
There will be two sidewalks nine ft. wide and the 
cost is estimated at $32,000. (March 24, p. 215.) 


BIRMINGHAM, O.—Proposals are again wanted 
by the Commissioners of Erie County for building 
the projected bridge over the Vermillion River. New 
bids are wanted by Aug. 29. The structure will have 
a span of 120 ft., with approaches of 350 ft., making 
the entire length of the bridge 470 ft. Each proposal 
must be accompanied by plans and specifications 
and a certified check for $500. Proposals were re- 
ceived on May 9 for this structure but were_rejected 
as being in excess of the appropriation. A list of 
the bids received on that date was given in this de- 
partment May 26 (p. 377). J. C. Hauser, Chairman 
of the County Commissioners. 


BLUE LAKE, CAL.—Superintendent Pine will 
prepare plans and specifications and receive bids for 
a bridge across Boulder Creek on the Three Cabins 
Road, Humboldt County. 


BOULDER, MONT.—Bids were opened July 26 by 
the Board of Equalization for bridges across the 
Boulder River near Boulder. The contract was 
awarded the Gillette-Herzog Mfg. Co. for two steel 
bridges, their bid being $6,475. 


BRIDGEWATER, MASS.—The County Commis- 
sioners have ordered a new bridge built at Titicut. 
It will probably cost $10,000. 


BRYAN, TEX.—The County Commissioners Court 
has let a contract to the Indiana Bridge Co. to re- 
build the iron bridge across the Little Brazos River, 
recently destroyed by the flood, for $2,250. The same 
company has also the contrcat to repair the Whites 
and Hopes Creek bridges for $1,125. 


CALDWELL, IDA.—Bids will be received by Edgar 
Meek, County Clerk, until Sept. 1, for building a 
bridge across Seven-mile Slough, three miles south 
of Emmet. 


CALVERT, TEX.—The International & Great 
Northern will rebuild the bridge over the Big Brazos 
River, which was recently destroyed. 


CAMBRIDGE, MASS.—Bids are asked until Aug. 
15 on a pile bridge with a steel railroad draw span 
112 ft. long. The structure will be 300 ft. long. J. 
Wilson Dail, President of the County Commissioners. 





CANTON, MISS.—One of the spans of the Pearl 
River bridge at Ratliff’s Ferry, 60 ft. long, fell on 
July 31. 

CARTHAGE, TENN.—It is proposed, we are in- 
formed, to build an 18-ft. roadway, steel or iron 
drawbridge across the Cumberland River at this 


place, the county seat of Smith County. The County 
Court has appointed a committee, of which L. A. 
Ligon is Chairman, to receive plans, specifications, 
etc., and to report to the court at the October term. 
(July 28, p. 544.) 


CENTRAL CITY, COL.—The Colorado & South- 
ern, reports state, will build a bridge over Nevada 
Gulch west of the city. 


CENTRAL FALLS, R. I.—The city officials have 
been petitioned to extend High St. with a bridge 
across the Blackstone River. When finished, the 
bridge will probably be used by a street railroad 
to run between Cumberland, Central Falls, Paw- 
tucket and Providence, R. I. 


CHESTER, PA.—The Delawere County Commis- 
sioners are considering the cost of an iron bridge 
over Ridley Creek, on the road between Media and 
Blackhorse. Chas. P. Adams, County Clerk. 


CHICAGO, ILL.—Reports state that the C. B. & 
Q. has in contemplation a bridge over the Mississippi 
River. 


CHILLICOTHE, O.—The Ross County Commis- 
sioners want bids until Aug. 14 for a bridge with two 
spans, one of 90 ft., and one of 80 ft. A. W. Jones, 
County Engineer. 


CINCINNATI, O.—The Dearborn County Board of 
Commissioners and the Board of Commissioners of 
Hamilton County will receive proposals until Sept. 
2 for repairing the north abutment and north-wall 
of the Harrison suspension bridge over Whitewater 
River near Harrison. Chas. M. Beinkamp, Auditor 
of Dearborn County. 

Eugene L. Lewis, Auditor of Hamilton County, will 
receive proposals until noon of Sept. 2 for building 
the superstructure of the bridge over the B. & O. 
S. W. RR. at Norwood. Bids are also wanted the 
same date for the superstructure of this bridge on 
Montgomery Pike. 


COLUMBUS, O.—Reports state that the County 
Commissioners will build a bridge over the Big Four 
and the Panhandle tracks on Harper Road. 


COLUSA, CAL.—The Board of Supervisors re- 
jected the bids received July 24 for the bridge over 
the Sacramento River. Bids will again be opened 
Aug. 11. The Colusa Stone Co. offered to build the 
bridge and furnish all the material for $41,900. They 
also submitted three other bids. 


COQUILLE, ORE.—The bids received by the 
Coos County Commissioners for rebuilding the bridge 
over the Coquille River, for which the San Francisco 
Bridge Co. was awarded the contract, as noted last 
week, were as follows: 


B. Tillotson,.1 bid for covered wooden bridge, $2,335; 
uncovered wooden bridge, $1,984. 

San Francisco Bridge Co., steel bridge, $4,884; com- 
bination bridge, $3,842; wooden piers bridge, $3,081 

J. D. Bennett, covered wooden bridge, $2,600; uncov- 


ered wooden bridge, $2,400. 
Kanematz & Jaconson, 2 bids for bridge, $2,400 and 


$3,775. 


COUNCIL BLUFFS, IA.—A special meeting will 
be held to consider a plan of the Union Pacific RR. 
for a new bridge over Indian Creek at Fifth and 
Union Aves. All the bridges over this creek were 
ordered by the City Council remodeled and raised. 
L. L. Etnyre, City Engineer. (Dec. 23, 1898, p. 921.) 


DANVILLE, ILL.—It is stated that a bridge will 
be built over the Vermillion River near this place. 
Address A. C. Brancher. 


DOVER, N. J.—Reports state that the Delaware, 
Lackawanna & Western and the Town Council of 
Dover are considering removing the grade crossing 
at the streets on either side of the Dover railroad 
s.iation. A new station is also proposed. 


DULUTH, MINN.—The City Engineer has been 
getting figures on the cost of a steel viaduct over 
the railroad tracks at Tenth Ave. West. Reports 
state that the following figures for the steel work 
were submitted: Deck bridge, $6,171; a Howe 
through truss bridge, $5,049; a through bowstring 
truss bridge, $5,852. The additional for the concrete 
foundations and the flooring, railing and stairs, 
which would be of wood, is estimated at about $800. 


ELKTON, MD.—The Cecil County Commissioners 
received bids Aug. 1 for three new bridges—one at 
Principio, one at Liberty Grove and one over Perch 
Creek. The bidders were King Bridge Co., Liberty 
Grove, $910; Perch Creek, $910; Principio, $398. 
Wrouth Iron Co., Liberty Grove, $901; Perch Creek, 
$897; Principio, $410. Tibbett & Wood Co., Liberty 
Grove, $890; Principio, $410; Perch Creek, $910. (July 
21, p. 528.) 


GRAND RAPIDS, O.—Bids were received July 28 
by Wm. M. Godfrey, County Auditor, for the super- 
structure for the bridge over the Maumee River at 
Grand Rapids. Bids were not received for the foun- 
dation. The contract was awarded to the Toledo 
Bridge Co., on plans submitted by them, as the bids 
on the plans prepared by the engineer were all above 
the estimate. The bids for the superstructure of 
bridge, according to plans and specifications pre- 
pared by the Osborn Engineering Co., Cleveland, 
Ohio, including the old superstructure, were: Youngs- 
town Bridge Co., $21,800; Toledo Bridge Co., $19,250; 
Wrought Iron Bridge Co., $20,600; Massillon Bridge 
Co., $19,500; King Bridge Co., $21,300; Chicago Bridge 
& Iron Co., $22,850; Variety Iron Works Co., $21,200; 
Canton Bridge Co., $19,600; Lafayette Bridge Co., 
$23,090; New Columbus Bridge Co., $21,900; Wabash 
pig & Iron Works, $22,000; Brackett Bridge Co., 
21,400. 

The bids as per plans submitted by the different 
bidders, including the old superstructure, were: To- 
ledo Bridge Co. (awarded), $16,890; Wrought Iron 
Bridge Co., $17,200; Massillon Bridge Co., $17,110. 
(July 28, p. 544.) : 


INDIANAPOLIS, IND.—The County Commission- 
ers received the following bids July 31 for building 
a bridge over Fall Creek at Central Ave., the esti- 
mates being on three different kinds of structures 
(July 21, p. 528): 

Pennsylvania Bridge Co., plate girder, Nelson de- 
sign, $22,500; plate girder, Coyner design, $27,345; high 
truss, $30,000. 

Wrought Iron Bridge Co., plate girder, Nelson de- 
sign, $38,871; plate girder, Coyner design, $29,137; high 
truss, $31,996. 

Canton Bridge Co., plate girder, Nelson design, 


21,000. 
Indianapolis Bridge & Iron Works, plate girder, 
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Nelson design, masonry, $8,500; iron work and ap- 
proaches, $21,000; plate girder, Coyner design, ma- 
pony? hs $8 a cubic yard; iron work and approaches, 

New Columbus Bridge Co., plate girder, Nelson de- 
sign, iron work, $22,900; bridge complete, $31,999; plate 
girder, Coyner design, iron work, $29,400; masonry, 
$8.75 a cubic yard. 

William Petrie, stone bridge, $53,900. 

Koss & Fritz, plate girder, Nelson design, masonry, 
$10 a cu. yd.; stone bridge, $13 a cu. yd. 

Massillon Bridge Co., iron bridge (no design 
named), $14,833. 

‘ a Bridge Co., plate girder, Nelson design, 
27,600. 

Toledo Bridge Co., 
$19,996. 

King Bridge Co., plate girder, Nelson design, $24,- 
500; plate girder, Coyner design, $33,500; high truss, 
$35,500. 

Lafayette Bridge Co., plate girder, Nelson design, 
$20,700; plate girder, Coyner design, $31,000; high 
truss, $28,700. 

Sa tect Roney & Hayworth, stone bridge, $9 a 
cu. yd. 

William Fife, oolitic stone bridge, $12 a cu. yd.; 
stratified stone, $7 a cu. yd.; plate girder, Nelson 
design, stone work, $8.75 a cu. yd.; concrete, $5 a cu. 
yd.; high truss, stone work, $8.75 a cu. yd.; concrete, 
$5 a cu. yd. 

Hoosier Construction Co., Melan arch, $32,000 and 
$31,000; oolitic limestone, $32,600; pavement, $3,000. 

M. M. Defrees, stone bridge, $54,812; concrete arch, 
Defrees design, $53,200 

Capital Paving & Construction Co., stone bridge, 
$10.45 a cu. yd.; Melan arch, $45,250. 

The bids were all rejected, as the advertising for 
bids had not been done according to the law. Bids 
are again wanted. 


JOHNSTOWN, PA.—The Woodvale bridge, cross- 
ing the Pennsylvania RR. tracks, will probably be 
repaired. 


KANSAS CITY, MO.—Reports state that plans 
have been approved for a three-deck bridge for elec- 
tric and steam railroads across the Missouri River. 


KESWICK, CAL.—A proposed steel bridge across 
the Sacramento River below Spring Creek is esti- 
mated to cost $12,000. A. J. Dryman, County Clerk. 
(May 26, p. 377.) 

LAMOURE, N. D.—Bids are asked until Aug. 22 
for a combination bridge with a span of 65 ft. across 
James River. It will have steel floor beams and 
tubular casings 22 ft. long. Address C. J. Allister, 
County Auditor. 


LEWISTON, IDA.—Reports state that the Oregon 
Railroad & Navigation Co. will ask the city’s aid in 
building a free bridge at this place. 


LITTLE ROCK, ARK.—The Little Rock Bridge 
Co., with a capital stock of $150,000, has been char- 
tered. The incorporators are F. I. Gowan, W. H. 
Jenks and A. H. Ree 


MANCHESTER, N. Y.—A stone arch bridge with 
two spans each 40 ft. long, and a driveway 20 ft. 
wide, will be built after the plans prepared by Edson 
Bros. of Phelps, N. Y. 


MARSHALL, MICH.—The City Council has let a 
contract for building a stone bridge across the Kala- 
mazoo River on Marshall Ave., to Mumaw & Brie- 
gel, for $4,205. (July 7, p. 497.) 


MENDOCINO, CAL.—Healy, Tibbitts & Co. have 
the contract for the new bridge across the Russian 
River at Bailey Crossing; the main span at $3,860 
and the approaches at $4.65 per lineal foot. 


MIDDLETOWN, PA.—Bids are asked by the Coun- 
ty Commissioners for a bridge with a 53 ft. span and 
a 16 ft. roadway, on stone foundations, at Banner- 
ville. J. W. Schwartz, Chairman of the Commission- 
ers. 


MONTESANO, WASH.—Wm. Waldron, Member 
of the County Commission, is investigating the mat- 
ter of rebuilding bridges in Dist. No. 26. 


MONTPELIER, VT.—This city has voted to issue 
$30,000 of bonds for a new school house, and also 
bonds for the construction of a new iron bridge 
ma is not to cost more than $15,000. (June 30, p. 


NEW BRUNSWICK, N. J.—The following are the 
bids received Aug. 2 for the iron drawbridge over 
Cheesequake’s Creek at Morgan’s Station: Berlin 
Iron Bridge Co., East Berlin, Conn., $11,620; New 
Jersey Steel & Iron Co., Trenton, $10,750; Youngs- 
town Bridge Co., Youngstown, O., $13,721; Wrought 
Iron Bridge Co., Canton, O., $9,997; F. R. Long & 
Co., New York, $10,175; Dean & Westbrook Bridge 
Co., New York, $11,320: Groton Bridge & Manufac- 
turing Co., Groton, N. Y., $12,600; W. T. Kirk, Plain- 
field, $10,400: Toledo Bridge Co., Toledo, O., $11,000. 
(July 28, p. 545.) 


NEW ULM, MINN.—Reports state that Louis G. 
Vogel, Auditor of Brown County, will receive bids 
until Sept. 24 for a bridge with one iron span. 


NEW YORK, N. Y.—The Aldermanic Committee 
on Bridges and Tunnels is corsidering confirming a 
bond issue of $644,000 for a high level bridge in place 
of the present Vernon Ave. structure over Newton 
Creek, Borough of Brooklyn. 


OAKLAND, CAL. —Major W. H. Heuer, Corps of 
Engineers, U. S. A., in a communication to the Board 
of County Supervisors regarding the projected bridge 
at High St. to span the Oakland tidal canal, says 
that the Government must not only keep all the 
bridges in repair, but must build an additional bridge 
for highway as_well as for railroad traffic at Wash- 
ington Ave., and that two combined bridges starting 
from a common point (“ernside station, on the south 
bank of the canal) cannot be built without great ad- 
ditional expense. He asked the Council to pass a 
resolution to the effect that in consideration of the 
United States building a suitable bridge at Fruitvale 
Ave. that will accornmodate all highway traffic at 
that locality the Council will not require any bridges 
for highway traffic across the canal other than that 
proposed at Fruitvale Ave., between Park St. and 
High St. bridges. (June 30, p. 480; July 21, p. 528.) 


OGONTZ, PA.—The Philadelphia & Reading Ry. 
Co. has let a contract to Chester E. Albright to re- 
place the present railroad bridge over the Old York 
Road at Ogontz with a steel structure. The new 
structure will be as wide as the street and will have 
a higher clearance. _ ‘A és Bere 


plate girder, Nelson design, 


OREGON CITY, ORE.—The bids received for 
building a bridge across North Rock Creek were as 
ee 
A. W. France, Howe truss....... 200 
Pacific Bridge Co., Pratt truss ka 


Royal & Son, Howe truss........ < % 
their own plans........... eae 
J. H. Ralston, Howe truss 
— Sound Co., combination domed piers, 130- 
. span 
Combination bent piers, 130-ft. “span. Riddawescanwaadnia 
5 ae cylinder piers, 130-ft. SPAM.......cccccccceceeseeee 
. McCoy, Howe truss........... eéuddaadadedeuwec 
Morris & Olds, HOWE tPuaS...ccccccccccccccccccccecccees 
W. S. Payne, Howe truss...........0- (ddaéacceienesce 
*A warded. 


PRINCETON, ARK.—John Edwards has been 
awarded the contract for the foundations and super- 
structure for a 100-ft. bridge across Moro Creek at 
this place. There will be several small wooden 
bridges to be built soon by the county. Thomas L. 
Oakley, Surveyor, Dallas County. 


PUTNAM, CONN.—An iron bridge will be built 
over a stream, according to report, on the Mechan- 
icsville road at a probable cost of $16,000 recently 
voted by the selectmen. 


RANKIN, PA.—The contract for the proposed ex- 
tension of the West Braddock Bridge for the Monon- 
gahela St. Ry. at Rankin has been let to a Pitts- 
burgh company. (Aug. 4, p. 558.) 


REYNOLDSVILLE, PA.—The Reynoldsville & 
Falls Creek RR. will need three bridges and a trestle 
at Hopkins on an extension now building. 


ROCHESTER, N. Y.—E. M. Moore, President of 
the Park Commissioners, informs us that the Park 
Commissioners have not in contemplation a bridge 
across the Genesee River. No bridge can be built 
without the consent of the Park Commissioners. 
(Aug. 4, p. 558.) 


SACRAMENTO, CAL.—We are informed that the 
State contemplates some extensive work in the way 
of masonry bridge construction, but this, however, 
will probably not be undertaken until next spring. 


ST. CLAIRSVILLE, O.—Aug. 24 is the date set for 
receiving bids for the superstructure of the bridge 
over Captine Creek in York Township. A. Aldredge, 
Auditor of Belmont County. 


ST. PAUL, MINN.—Bids are wanted Aug. 15 for 
the Wabasha St. bridge. Matt Jensen, City Clerk. 


SALEM, S. D.—The Commissioners of McCook 
County will receive sealed bids until Aug. 15 for 
building a 40-ft. combination bridge across Wolf 
Creek between Bridgewater and Jefferson, bidders 
to furnish plans and specifications. Chas. F. Mc- 
Gregor, County Auditor. 


SAN FRANCISCO, CAL.—Reports state that all 
the grade crossings on the Valley Road line west of 
Stockton to Point Richmond will be removed, re- 
quiring many bridges. 


SAN JOSE, CAL.—T. S. Montgomery has petitioned 
the Council for a bridge over the Guadalupe Creek at 
Lenzen Ave. 


SHAMOKIN, PA.—Messrs. J. Stroh & Co. of Sun- 
bury have the contract to build the Second St. ap- 
proach to the new overhead bridge at the Cameron 
colliery at $1,675. 


SHELBYVILLE, IND.—Bids are asked until Aug. 
28 for four county bridges, according to report. E. 
T. Carson, Auditor, Shelby County. 


SPRINGFIELD, MASS.—It is likely that a com- 
promise will be made as to the width of the new 
bridge over the St. James Ave. crossing of the New 
England RR., providing for a span of about 120 ft., 
as suggested by the railroad, in place of the present 
distance of 165 ft. (July 7, p. 497.) 


TEXARKANA, ARK.—The Arkansas & Choctaw 
Ry., which proposes to build a 300-mile road from 
this city, will need a large steel bridge and several 
small structures. W. H. Carson, Superintendent. 


TIFTON, GA.—The Tifton, Thomasville & Gulf 
Ry. will need a 900 ft. trestle over Little River and a 
725 ft. trestle over Ty Ty Creek; a 1,100 ft. structure 
over the Warrior River; a 750 ft. structure over Oco- 
pilco Creek, and a 1,050 ft. structure over Oclocknee 
River. Edward Wilson, Engineer. 


VANDERGRIFT, PA.—The Pittsburgh Bridge 
Co. has the contract for building the new bridge over 
the Kiskiminetas River at Vandergrift, connecting 
Armstrong and Westmoreland counties, for the West 
Kensington St. Ry., at $35,200. It will be of the 
cantilever type and of sufficient width and capacity 
to accommodate a double-track electric railroad. 


WATERBURY, CONN.—The Connecticut Light- 
ing & Power Co., operating street railroads in this 
vicinity, has let a contract to the Berlin Iron Bridge 
Co. for the bridge which will span the Naugatuck 
River for the extension to Oakville. (May 12, p. 
42.) 
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WINNIPEG, MAN.—A free bridge across the Red 
River, between this city and St. Boniface, is 
talked of. 


ZANESVILLE, O.—Reports state that the bridge 
= see Creek collapsed on the afternoon of 
uly 28. 


Other Structures. 


AUGUSTA, GA.—Reports state that Bruce & Mor- 
gan of Atlanta are the architects for a new business 
house to cost $25,000. Alexander & Johnson, agents. 


BIRMINGHAM, ALA.—The Sloss-Sheffield Iron & 
Steel Co. has been formed to acquire the Sloss Iron 
& Steel Company of Birmingham, Ala.; the Phila- 
delphia Furnace, at Florence, Ala.; the Ensley Fur- 
nace, at Sheffield, Ala.; the Gulf Coal & Coke Com- 
pany, the Corona Coal & Coke Company, and iron ore 
property at West Point, Tenn. It is proposed to 
issue $9,200,000 each of preferred and common stock 
and to put aside $2,500,000 of preferred and $2,000,000 
of common stock as a fund for building a steel plant 
and such other improvements as may be required. 
Ww. og Goodby and Edmund W. Rusker are inter- 
este 


CEDAR RAPIDS, IA.—Articles of incorporation of 
the Cedar Rapids Auditorium Company were filed in 
the office of the Secretary of State of Iowa this week. 
The company is organized for the purpose of build- 


ing an auditorium in this city. The capital stock is 


CHIPPEWA FALLS, WIS.—Reports state that the 
reorganized Wisconsin Central Ry. is preparing to 
make improvements and build a new depot at this 
place. 


CLARKSVILLE, TENN.—The Atlantic Snuff Co. 
will build a warehouse in the city to cost $50,000, 
according to report. 


COVINGTON, KY.—The Cambridge Tile & Manu- 
facturing Co. will build a warehouse in this city to 
cost about $20,000. Ball & Taylor of Cincinnati, O., 
are the architects. 


DALLAS, TEX.—The Dallas Morning News will 
build a new building to cost $55,000. Herbert M. 
Greene, architect. 


DES MOINES, IA.—The contract for the new Hub- 
bell apartment house at Chestnut and West Sixth 
streets was awarded Aug. 5 to the Capital City Brick 
& Pipe Co. of Des Moines. The building will be 128 
ft. on Chestnut St. and 110 ft. on Sixth Ave., five 
stories high, of brick with stone trimmings, and 
cost $100,000. 


DOVER, N. J.—See “Bridge Building.” 


GRAFTON, MASS.—At a recent special meeting 
the Selectmen authorized the Town Treasurer to 
issue $45,000 in bonds for new schools. 


HOBOKEN, N. J.—The Hudson Trust & Savings 
Institution, of Hoboken, has purchased property in 
Newark and Hudson Sts., Hoboken, on which it is 
proposed to build a bank building. 


HUNTSVILLE, TENN.—Reports state that a com- 
pany, to be known as the Huntsville Fiber & Veneer 
Works, will build a new fiber factory in this town. 
BE. M. Ford, President and General Manager. 


INDIANAPOLIS, IND.—W. R. N. Silvester in- 
tends to build a seven story building of steel :con- 
struction in Ohio St. 


LOUISVILLE, KY.—Reports state that E. H. Fer- 
guson will build an office building to cost about 
75,000. 


MONTPELIER, VT.—See “Bridge Building.” 


NEWARK, N. J.—Reports state that the North 
Jersey St. Ry. Co. will build a new car barn at the 
corner of Miller St. and Frelinghuysen Ave., to cost 
about $50,000. 


NEW YORK, N. Y.—It is reported that plans have 
been prepared for a new theater to be built on the 
property numbered 110 and 112 West 34th St., and 
109 and 111 West 33d St. The building will extend 
through the block with the entrance on 34th St. 
George S. Krause and State Senator Timothy Sulli- 
van are interested in. the scheme. 

Reports state that a 12-story mercantile building 
will be built at 26 East Twenty-second St. Mayer S. 
Auerbach is reported interested. 

Plans have been filed with the Building Depart- 
ment for the new building for the dry goods house 
of Simpson, Crawford & Simpson on the west side 
of Sixth Ave., extending from Nineteenth to Twen- 
tieth Sts. The building will be seven stories high, of 
fire-proof construction, with an additional story ris- 
ing above its central part, and will have a frontage 
on the avenue of 184 ft., and a depth of 253 ft. 8 in. 
The structure will be built in sections. The cost of 
the building is estimated at $1,800,000. 


PHILADELPHIA, PA.—Henry M. Welsh, builder 
and contractor, of Berwyn, has prepared plans for 
a factory building to be built on the line of the 
Pennsylvania RR. It will be of brick and iron, five 
stories in height, 60 x 200 ft., and will cost $36,000. 


PHOENIXVILLE, PA.—The Heine Safety Boiler 
Co., of Germantown, has let the contracts for the 
erection of their large plant here. The buildings will 
be 125x100 and 100x65 ft. in dimensions, and of iron. 
The company is now moving its machinery from 
Germantown. 


POTTSTOWN, PA.—Reports state that Messrs. 
Sotter Bros. of Pottstown will add a machine shop 
to their boiler works. 


ROCK ISLAND, ILL.—The Chicago, Burlington & 
Quincy has plans for a new passenger station at 
Rock Island. The new building will be of modern 
design and material and will cost about $60,000. 


RYE, N. Y.—Bonds for $43,000 for new schools in 
Rye School District No. 4 (Portchester, P. O.) have 
been sold. 


SCRANTON, PA.—It is reported that L. K. Tor- 
bet, Chicago, Ill., is considering building a tin plate 
mill in Scranton. 


STEELTON, PA.—The Pennsylvania Steel Co. will 
build a new machine shop and will transform the oid 
one into a bridge and construction department. 


WEST NEW YORK, N. J.—Bonds for $33,000 will 
be sold Aug. 17 for new school buildings. Francis F. 
Tonn, Town Clerk. 


WEST POINT, N. Y.—Sealed proposals, in tripli- 
cate, will be received at the office of the Quarter- 
master, U. S. A., here, until 12 M., Sept. 4, for the 
reconstruction and remodeling of the Library Ruild- 
ing for the U. S. Military Academy at West Point, 
N. Y., as per plans in that office. 


YOUNGSTOWN, O.—Reports state that the Na- 
tional Steel Co. is preparing plans for a fourth build- 
ing. Work has been — on the third building. 








MEETINGS AND ANNOUNCEMENTS. 


Dividends. 

Buffalo, Rochester & Pittsburgh.—Preferred, 1 per 
cent., payable Aug. 15. 

Hartford & Connecticut Western.—One per cent., 
payable Aug. 31. 

Mahoning Coal.—Common, 
Aug. 1. 

New Orleans & Carrollton.—Quarterly, 1% per cent. 

Norfolk & Western.—Semi-annual, preferred, 2 per 
cent., payable Aug. 24. 

Rome, Watertown & Ogdensburg.—Quarterly, 14% per 
cent., payable Aug. 15. 

St. Paul, Minneapolis & Manitoba.—Quarterly, 1% 
per cent., payable Aug. 1. 





3 per cent., payable 





South Side Elevated cane. —Quarterly, 1 per 
cent., payable Sept. 1 
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Meetings and conventions of railroad associations 
and technical societies will be held as follows: 


American Association of General Passenger and 
Ticket Agents.—The annual convention will be 
held at Boston, Mass., Oct. 17. 

American Society of Civil Engineers.—Meets at the 
house of the Society, 220 West Fifty-seventh 
street, New York, on the first and third Wednes- 
days in each month, at 8 p. m. 

American Society of Railway Superintendents.—The 
annual convention will be held at Detroit, Mich., 
beginning Sept. 20. C. A. Hammond, Secretary, 
Asbury Park, N. J. 

American Street Railway Association and Street 
Railway Accountants’ Association of America.— 
The annual convention is set for Oct. 17, at Chi- 
cago, Ill. T. C. Pennington, Secretary, 2020 
State St., Chicago. 

Association of Engineers of Virginia.—Holds its for- 
mal meetings on the third Wednesday of each 
month from September to May, inclusive, at 710 
Terry Building, Roanoke, at 5 p. m. 

Association of Railway Superintendents of Bridges 
& Buildings.—The annual convention will be 
held Oct. 17, in Detroit, Mich. S. F. Patterson, 
Secretary, Concord, N. H. 

Boston Society of Civil Engineers.—Meets at 715 Tre- 
mont Temple, Boston, on the third Wednesday in 
each month at 7.30 p. m. 

Canadian Roadmasters’ Association.—The annual 
convention will be held at Toronto, Sept. 20. J. 
Drinkwater, Secretary, Winchester, Ont. 

Canadian Society of Civil Engineers.—Meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every 
alternate Thursday at 8 p. m. 

Central Railway Club.—Meets at the Hotel Iroquois, 
Buffalo, N. Y., on the second Friday of January, 
March, May, September and November, at 2 p. m. 

Chicago Electrical Association.—Meets at Room 1737, 
Monadnock Building, Chicago, on the first and 
third Fridays of each month at 8 p.m. J. R. 
Cravath, Secretary. 

Civil Engineers’ Club of Cleveland.—Meets in the 
Case Library Building, Cleveland, O., on the sec- 
ond Tuesday in each month at 8 p. m. Semi- 
monthly meetings are held on the fourth Tuesday 
of each month. 

Civil Engineers’ Society of St. Paul.—Meets on the 
first Monday of each month except June, July, 
August and September. 

Denver Society of Civil Engineers.—Meets at 3 Jacob- 
son Block, Denver, Col., on the second Tuesday 
of each month, except during July and August. 

Eastern Maintenance of Way Association.—The an- 
nual convention will be held Sept. 26 to 29 at Port- 
land, Me. F. C. Stowell, Ware, Mass., Secretary. 

Engineers’ Club of Cincinnati.—Meets at the rooms 
of the Literary Club, 25 East Eighth street, on 
the third Tuesday of each month, excepting July 
and August, at 6.30 p. m. 

Engineers’ Club of Columbus, (O.)—Meets at 12% 
North High street on the first and third Satur- 
days from September to June. 

Engineers’ Club of Minneapolis.—Meets in the Public 
Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

Engineers’ Club of St. Louis.—Meets in the Missouri 
Historical Society Building, eorner Sixteenth 
street and Lucas place, St. Louis, on the first and 
third Wednesdays in each month. 

Engineers’ Society of Western New York.—Holds 
regular meetings on the first Monday in each 
month, except in the months of July and August, 
at the Buffalo Library Building. 

Engineers’ Society of Western Pennsylvania.—Meets 
at 410 Penn avenue, Pittsburg, Pa., on the third 
Tuesday in each month, at 7.30 p. m. 

Locomotive Foremen’s Club.—Meets every second 
Tuesday in the club room of the Correspondence 
School of Locomotive Engineers and Firemen, 335 
Dearborn street, Chicago. 

Master Car & Locomotive Painters’ Association.— 
The annual convention will be held Sept. 12 at 
Philadelphia, Pa. Robert McKeon, Secretary, 
Kent, O. 

Montana Society of Civil Engineers—Meets at 
Helena, Mont., on the third Saturday in each 
month at 7.30 p. m. 

New England Railroad Club.—Meets at Pierce Hall, 
Copley Square, Boston, Mass., on the second 

Tuesday of each month. 

New York Railroad Club.—Meets at 12 West Thirty- 
first street, New York City, on the third Thurs- 
day in each month at & p. m., excepting June, 
July and August. 

Northwest Railway Club.—Meets on the first Tuesday 
after the second Monday in each month at 8 p. m., 
the place of meeting alternating between the 
West Hotel, Minneapolis, and the Ryan Hotel, 
St. Paul. 

Northwestern Track and Bridge Association.—Meets 
at the St. Paul Union Station on the Friday fol- 
lowing the second Wednesday of March, June, 
September and December, at 2.30 p. m. 

Roadmasters’ Association of America.—The annual 
convention will be held in Detroit, Mich., Sept. 
12. J. B. Dickson, Secretary, Sterling Ill. 

St. Louis Railway Club.—Holds its regular meeting 
on the second Friday of each month at 8 p. m. 
Southern and Southwestern Railway Club.—Meets at 
the Kimball House, Atlanta, Ga., on the second 
ieee in January, April, August and Novem- 

er. 

Technical Society of the Pacific Coast.—Meets at its 
rooms in the Academy of Sciences Building, 819 
Market street, San Francisco, Cal., on the first 
Friday in each month, at 8 p. m. 

Traveling Engineers’ Association.—The annual con- 
vention will be held in Cincinnati, O., Sept. 12. 
W. O. Thompson, Secretary, Elkhart, Ind. 

Western Foundrymen’s Association.—Meets in the 
Great Northern Hotel, Chicago, on the third 
Wednesday of each month. A Sorge, Jr., 1533 
Marquette Building, Chicago, is Secretary. 


Western Society of Engineers. 

The Western Society of Engineers held a meeting 
in its rooms in the Monadnock Block, Chicago, 
Wednesday evening, August 2. The subject consid- 
ered, “‘A Boulevard Connection Between the North 
and South Sides of the City of Chicago,” was a local 
one, which has recently been discussed by the daily 
papers. This talk has probably been taken seriously 
hy a'very few people. Had the city money available 
for such improvements as bridges there are prob- 
ably a score of old center pier bridges on the Chicago 
River that should first be replaced by modern rolling 
lift structures. The subfect was introduced at the 


meeting by a Mr. L. L. Stimpson, who {is not a mem- 
ber of the Society or an engineer, but is said to be a 


lawyer. He had a plan for a viaduct 85 ft. above 
the surface of the river and reached by approaches. 
Another man explained a plan for a high bridge 
without approaches to which the traffic would be 
raised by elevators at either end. A number of other 
schemes were explained that had been submitted to 
the City Engineer by different people; most of these 
were entirely impracticable. 


International Association for Testing Materials, 


The second annual meeting of the American Sec- 
tion of the International Association for Testing Ma- 
terials will be held at Pittsburg, Pa., in the rooms 
of the Engineers’ Society of Western Pennsylvania, 
on August 15 and 16. The program provides for 
three sessions, together with visits to manufacturing 
plants and testing laboratories. The first session 
will open at 10 o’clock on August 15, at which reports 
of officers will be presented and discussed, and a 
paper by Prof. W. K. Hatt on steel plates under 
fexure and tension will be read. At the second ses- 
sion, on the evening of August 15, an address will 
be delivered by the Chairman, Prof. Mansfield Merri- 
man, on the history and work of the International 
Association, and a report will be presented by Mr. 
William R. Webster regarding the labors of the 
American members of the international committee 
on standard specifications for iron and steel. At the 
close of this session a reception will be given by the 
Engineers’ Society of Western Pennsylvania. The 
third session, on the morning of August 16, will 
be devoted to the presentation and discussion of the 
reports of committees on uniform methods of test- 
ing iron and steel, cement, stone and paints, and also 
of a report on impact tests. 

Master Car and Locomotive Painters? Association 

The thirtieth annual convention of the Master Car 
and Locomotive Painters’ Association of the United 
States and Canada will be held at Philadelphia, Pa., 
on Sept. 12, 13, 14 and 15, convening at 10 A. M., on 
Tuesday, the 12th, at the Continental Hotel, which 
will be the official headquarters. 

A general invitation is extended to all Foremen Car 
and Locomotive Painters in the United States and 
Canada to meet with the Association in convention 
and participate in the discussions which will come 
forward during the session on questions in connec- 
tion with car and locomotive painting. 

The following is the list of subjects with the com- 
mittees who have been appointed to prepare reports 
thereon to be presented to the Convention: 


1. Terminal Cleaning of Passenger Cars. Thos. Byrne, 
Chesapeake & Ohio RR., Richmond, Va.; T. J. Roda- 
baugh, Pitts., Ft. Wayne & Chicago Ry., Ft. Wayne, 
Ind.; H. M. Butts, New York Central & Hudson River 
RR., Albany, N. Y. 

2. What Color Has Your Experience Suggested as 
being the Best for Passenger Equipment? Warner 
Bailey, Boston & Maine RR., Concord, N. H.; C. H. 
Becker, Cleveland, Cincinnati, Chicago & St. Louis Ry., 
Deleware, O.; W. T. Ledford, Richmond & Danville 
RR., Manchester, Va. 

3. Practical Cleaning and Varnishing of Passenger 
Equipment Cars, Giving Method and Material Used. W. 
Cc. Fitch, Southern Pacific RR., Sacramento, Cal.; A. 
Hunicke, Missouri, Kansas & Texas Ry., Sedalia, Mo.; 
R. J. Kelly, Long Island RR., Brooklyn, N. Y. 

4. Are We Having Better Results in Painting Steel 
Tanks than We Formerly Did in Painting Iron Tanks? 
If Not, Why Not? C. A. Cook, Philadelphia, Wilming- 
ton & Baltimore RR., Wilmington, Del.; C. I. Eagle, 
Lake Shore & Michigan Southern Ry., Cleveland, 0.; 
A. R. Lynch, Pittsburgh, Cincinnati, Chicago & St. 
Louis Ry., Dennison, O. 

5: As Railway Equipment Painters are We Making 
Progress in Paint Spraying? F. S. Ball, Pennsylvania 
RR., Altoona, Pa.; W. O. Quest, Pittsburgh & Lake 
Erie RR., McKees Rocks, Pa.; C. B. Harwood, Chesa- 
peake & Ohio RR., Huntington, W. Va. 

6. Passenger Car Sanitation. A paper by Dr. J. N. 
Hurty, Secretarv State Board of Health of Indiana, 
Indianapolis, Ind. 

7. Can an Extremely Old, Cracked, Painted and Var- 
nished Surface be Re-filled, Colored and Varnished Suc- 
cessfully? Edw. McLaughlin, Missouri, Kansas & 
Texas Ry., Parsons, Kan.; A. N. Bradley, Baltimore & 
Ohio South Western RR., Washington, Ind.; N. B. Wat- 
son, Great Northern Ry., St. Paul, Minn. 

8. Can the Sand Blast Machine be Successfully Used 
in the Preparation of Locomotive Work, or is there any 
Advantage in its Use Over Methods Previously Used? 
J. W. Houser, Cumberland Valley RR., Chambersburg, 
Pa.; J. J. Miller, Louisville & Nashville RR., Bowling 
Green, Ky.; J. H. Kahler, Erie RR., Meadville, Pa. 

9. Has the Railway Paint Shop Kept Pace with the 
Times? A paper by W. T. Leopold, Central Railroad 
of Georgia, Savannah, Ga. 

10. Report of Special Committee on Protective Coating 
for Iron and Steel Cars. A. P. Dane, Boston & Maine 
RR., Boston, Mass.; J. L. Johnson (late of Denver City 
Ry.). Denver. Colo.: Chris Clark. New York, Chicago & 
St. Louis RR., Chicago, Ill.; W. L. Marsh, Alabama, 
Great Southern RR., Birmingham, Ala. 

11. A Descriptive Exhibition of Railway Paint Shop 
Tools and Material Tests. Any member having any 
paint shop tool or appliance is requested to have it on 
exhibition and describe its use, as such exhibition will 
undoubtedlv brine ovt many things which will be of 
berefit to the Convention. 

12. Rerort of Committee on Tests. W. T. Leonold, 
Chairman, Central RR. of Georgia, Savannah, Ga.: Sam- 
vel Brown, New York. New Haven & Hartford RR., 
Boston, Mass.; W. C. Fitch, Southern Pacific RR., Sac- 
ramento, Cal.; C. A. Bruyere. Canada Atlantic Rv., 
Ottawa, Ort.: F. C. Mallory, St. Paul & Duluth RR., 
St. Paul, Minn. 

Queries: 1. What is the best method of treating old 
naint on tin roofs of passenger cars before painting? 
°. How do vou prevare your head-light numbers? 
What is the best material for priming coat on sash after 
burning and seraping? 4. What advantages are gained 
in havine hard putty suvvlied ready for use? 5. What 
is the best agent for cutting surface material to finish. 
hesides stone and water? 6. Why is it that Tuscan red 
fades so rapidlv? 7. What is the bést caustic prepara- 
tion for removing old paint from sheet iron parts of a 
locomcetive? & As a matter of durability should newly 
painted passenger cars receive less than three coats o* 
varnish? 9. What makes the best size for gilding and 
wearing, 2!sq warkine fill and freelv on flat color? 
ROBERT McKEON. Kent. Ohio, Secretary. 








PERSONAL 





(For other personal mention see Elections and 
Appointments. ) 





—The wife of Maior FE. T. D. Myers, President of 
the Richmond, Fredericksburg & Potomac Railroad, 
died suddenly on the morning of August 8. 

—Mr. John Torrance. Superintendent of Motive 
Power avd Rolling Stock, of the Evansville & Terre 
Haute, died at Evansville, Ind., a few days ago. 

—Mr. H. D. Cooper has been elected President and 
General Manager of the Standard Tron Co., of Good- 
rich, Tenn. Mr. Coover was heretofore Auditor of 
the Tennessee Coal, Iron & RR. Co. 


—Mr. W. P. Ryman, who in 1893 became President 
of the Wilkesbarre & Eastern RR., died at Wilkes- 
barre, Pa., July 31. Mr. Ryman was born in Dallas 
in 1849, and’ was a graduate from Cornell University 
in 1871, and later at the Harvard Law School. 


—Mr. I. O. Blight, who in 1887 was General Man- 
ager of the State Line & Sullivan, now controlled 
by the Lehigh Valley, died at his home in Towanda, 
Pa., Aug. 6. Mr. Blight was born in Philadelphia, 
Pa., in 1830, and was a graduate of the University of 
Pennsylvania. 


—Mr. Alonzo Hendee, who was recently appointed 
Master Mechanic of the Panama RR., at Colon, 
Colombia, began his railroad career in 1868 as Fire- 
man on the old Cincinnati & Zanesville RR., and for 
over 30 years has been employed on various roads 
as Locomotive Runner, Shopman and Air Brake In- 


spector. 


—Mr. Alfred Noble, M. Am. Soc. C. E., on leaving 
Chicago for the work of the Isthmian Canal Com- 
mission, was the guest of honor at a farewell dinner 
at the Technical Club. The dinner was to have been 
presided over by Mr. Onward Bates, President of 
the Western Society of Engineers, but he being ab- 
sent, his place was taken by Mr. Isham Randolph, 
Chief Engineer of the Sanitary District of Chicago. 
A letter was read from Mr. Bates in which he con- 
gratulated the nation on the wisdom shown by Pres- 
ident McKinley in the selection of the members of 
the Isthmian Commission, all of whom are so emi- 
nently fitted for the important work entrusted to 
them, but none more so than Mr. Noble. He said 
the country could rest assured that the report of 
this Commission, when finally made, can be accepted 
as being entirely trustworthy and free from all sus- 
picion of political or undue influence. 

Mr. Noble said that the objects of the European 
trip are to make a thorough investigation of the 
records of the Panama Canal Company in Paris, and 
a careful study of several of the European canals, 
especially the Manchester and the Kiel Canals. He 
added, “I believe that our investigations will result 
in the solution of the interoceanic canal prob- 
lem. . . . The commission has decided to survey 
for a new route. If we can find one just as good, if 
not better, than either of the two other routes, we 
can obviate the questions set before us by the Pan- 
ama Company and the Nicaragua Government.” By 
fall, the Commission expects to begin active work 
in the field, and will probably spend most of the win- 
ter on the ground. Speeches were made by Mr. Des- 
mond FitzGerald, Pres. Am. Soc. C. E.; Mr. Lyman 
E. Cooley and others. Mr. Cooley said that, but for 
the late Spanish-American war, the work of this 
commission would have been unnecessary, aS a com- 
pany had been formed that could and would have 
undertaken the completion of the Nicaragua Canal. 
The Chicago contractors would have been willing to 
undertake the work but for the breaking out of hos- 
tilities. Now that this country had taken up the 
work as a national enterprise, this private undertak- 
ing fell through. Among those at the dinner were 
Messrs. H. E. Horton, W. J. Karner, Ralph Modjeski, 
BE. Garber, A. W. Fiero, T. L. Condron, J. W. Alvord, 
Cc. L. Harrison, J. C. McMynn, G. Y. Wisner and C. 


L. Strobel. 
ELECTIONS AND APPOINTMENTS. 








* 

Austin & Northwestern.—A. N. Leitnaker has been 
appointed General Manager and A. Riley has been 
appointed Auditor. L. G. Palfrey has been ap- 
pointed General Freight and Passenger Agent, 
with headquarters at Austin, Tex. 


Baltimore & Ohio.—J. F. Irwin, heretofore Train- 
master at Newark, O.. has been transferred to Co- 
lumbus, O., as Trainmaster, succeeding J. M. Host, 


resigned. 


California Northwestern.—James K. Brassill, here- 
tofore Assistant Master Mechanic of the Chicago, 
St. Paul, Minneapolis & Omaha, has been ap- 
pointed General Superintendent of Motive Power 


of the C. N. 


Central Branch.—The officers of this company, re- 
cently incorporated (see RR. News column, July 
14, p. 516), are: President, C. G. Warner; Vice- 
President, H. B. Henson; Secretary and Treasurer, 
A. H. Calef, and Assistant Secretary and Treasurer, 
D. S. H. Smith. 
hicago & Northwestern.—E. B. Thompson has been 

ee Mechanical Engineer, with headquarters 
at Chicago, Ill., succeeding F. M. Whyte, resigned. 


Chicago, Lake Shore & Eastern.—F. E. Learned has 
been appointed Assistant Traffic Manager. with 
headquarters at ‘The Rookery,” Chicago, Ill. 


Chicago, St. Paul, Minneapolis & Omaha.—Isaac 
Seddon has been appointed Purchasing Agent, with 
headquarters at St. Paul, Minn., succeeding W. H. 


S. Wright. 


Cleveland, Canton & Southern.—Henry. J. Booth has 
heen apnointed General Freight Agent, succeeding 
Henry R. Moore, resigned. 

Cleveland. Cincinnati, Chicago & St. Louis.—W. G. 
Bayley has been appointed Superintendent of the 
Cincinnati-Sandusky Division, succeeding wm. 
Quinn, resigned. WwW. M. Duane has been ap- 
pointed Superintendent of the St. Louis Division, 
succeeding Mr. Bayley. 


lumbus, Sandusky & Hocking.—R. A. Jaynes has 

—— appointed General Freight and Passenger 
Agent, with headquarters at Columbus, O., suc- 
ceeding W. W. Daniel, resigned. 


roit River Terminal.—The officers of this com- 
— (See RR. Construction column, Aug. 4, > 
561) are: President, Elwood T. Hance; Vice-Presi- 
dent and Engineer, uewis Warfield: Treasurer, 
Wm. C. MeMillan; and Secretary, John A. Russell. 


—Theo. H. Curtis has been appointed Mechani- 
ao Engineer, with headauarters at Susquehanna, 
Pa., succeeding H. E. Williams, resigned. 


ston, Houston & Northern.—W. W. Kent, Act- 
Ore Gunival Manager, will also assume the corer 
of General Freight and Passenger Agent. H. <a 
Burtis has been appointed Auditor ard J. B. _. 
erts has been appointed Assistant General urea 
Agent. F. S. Yantis, Auditor and General Freight 


and Passenger Agent, has resigned. 
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Great Northern.—L. B. Allen has been appointed 
Assistant Superintendent of the Willmar Division, 
with headquarters at Willmar, Minn. F. von 
Schlegell has been appointed Assistant Superin- 
tendent of the Fergus Falls Division, with head- 
quarters at Melrose, Minn., succeeding Mr. Allen. 
Charles H. Putnam has been appointed Superin- 
tendent of St. Cloud shops, succeeding Mr. von 
Schlegell. F. J. Hawn has been appointed As- 
sistant Superintendent of the Breckenridge Divi- 
sion, with headquarters at Breckenridge, Minn., 
—e™ W. N. Neff, transferred. Effective 

ug. 1. 


Iowa Central.—W. G. Martin, Acting General Pas- 
senger Agent, with headquarters at Marshalltown, 
Ia., has resigned. 


Leavenworth, Kansas & Western.—J. H. Brinkerhoff 
has been appointed Superintendent, with head- 
quarters at Leavenworth, Kan. 


Lehigh Valley.—Amos Turner has been appointed 
Master Mechanic, with headquarters at So. Easton, 
po Sonerne Philip Wallis, resigned. Effective 

ug. 7. 


Little Rock & Hot Springs.—The officers of this eom- 
pany, referred to in the Construction column, are: 
President, 8. W. Fordyce, Kansas City, Mo.; Vice- 
President, John G. Lonsdale, Hot Springs, Ark.; 
Treasurer, S. W. Fordyce, Jr., St. Louis. The above, 
with H. C. Haarsteck of St. Louis, constitute the 
ae of Directors. (L. R., H. S. & T., Jan. 138, 
p. 35. 


Louisville, Evansville & St. Louis—W. K. Morley 
has been appointed Superintendent of Transpor- 
tation and Telegraph, with headquarters at Prince- 
ton, Ind. Effective at once. 


Missouri, Kansas & Texas.—C. T. McElvany, Master 
Mechanic, with headquarters at Denison, Tex., of 
the Missouri, Kansas & Texas Ry. of Texas, has 
resigned, 


Missouri Pacific—George Snodgrass has been ap- 
pointed Assistant Purchasing Agent. 


Montana.—At a meeting held June 6, H. D. Moore 
was elected President. J. C. Morris was appointed 
Superintendent and J. E. Lane was appointed Su- 
perintendent of Bridges and Buildings. At the 
same meeting the following directors were elected: 
H. D. Moore and J. P. Whitney, Philadelphia, Pa.; 
T. W. Symott, Wenonah, N. J.; Richard A. Har- 
low, M. S. Gunn and J. K. Scott, Helena, Mont., 
and W. J. Fuchs, Lombard, Mont. 


New York Central & Hudson River.—F. M. Whyte, 
heretofore Mechanical Engineer at Chicago, IIl., 
of the Chicago & Northwestern, has been appointed 
Mechanical Engineer of the N. Y.C. & H. R. ° 


Pittsburgh, Shawmut & Northern.—The officers of this 
company referred to in the Construction column 
are: President, John Byrne, New York; Vice-Presi- 
dents, Henry Marquand, New York, and Frank S. 
Smith, St. Marys, Pa.; Treasurer, Henry N. Gough, 
New York; Secretary, Lewis F. Wilson. 

The new Directors are: Henry Marquand, New 
York City; Frank S. Smith, Angelica; John Byrne, 
New York City; Frederic H. Ridgeway, New York 
City; Frank B. Poor, Hackensack, N. J.; Lewis F. 
Wilson; Harry M. Gough, Jersey City, N. J.; Ed- 
win E. Tail, Bradford, Pa.; Joel Tompkins, Wm. F. 
Copp, Dennis F. Bagley, St. Marys, Pa.; Wm. W. 
Clark, Wayland, N. Y.; Lewis C. Harris, Frost 
Hill, N. J. Principal Office, New York City. 


Rock Island & Peoria.—_M. H. Patterson has been 
appointed Gereral Freight Agent, with headquar- 
ters at Rock Island, Ill., succeeding R. Stockhouse, 
resigned. 


Rutland.—J. O. Olmstead has been appointed Super- 
intendent of Way and Structures, with headquar- 
ters at Rutland, Vt., of this company and the 
Ogdensburg & Lake Champlain, succeeding L. E. 
Roys, Superintendent of Bridges and Buildings of 
the Rutland, resigned, and H. H. Jones, Superin- 
tendent of Bridges and Buildings of the O. & L. 
C., resigned. 


St. Louis Southwestern.—F. S. Rawlins has been ap- 
pointed Superintendent, with headquarters at Pine 
Bluff, Ark., succeeding W. Coughlin. 

Day Mills has been appointed Trainmaster, with 
headquarters at Pine Bluff, Ark., succeeding Mr. 
Rawlins. 


Texarkana & Ft. Smith.—The offices of General Pas- 
senger and General Freight Agents have been 
abolished and R. H. Barnes, heretofore General 
Passenger Agent, has been appointed Passenger 
Agent of the Western Division of the Kansas City, 
Pittsburgh & Gulf and R. R. Mitchell has been ap- 
pointed Contracting Agent of the T. & Ft. S. G. 
S. Reid, heretofore General Freight Agent, has re- 
signed. 


Tifton, Thomasville & Gulf.—The officers of this 
company, referred to in the Construction column, 
are: President, H. M. Atkinson, Atlanta, Ga.; Vice- 
President, John W. Hightower, Thomasville, Ga.; 
Secretary and Treasurer, Frank J. Ansley, Tifton, 
Ga.; General Manager, W. A. Heath, Tifton, Ga.; 
Chief Engineer, Edward Wilson, Tifton, Ga. 








RAILROAD CONSTRUCTION, 
New Incorporations, Surveys Etc. 





ALBANY & HUDSON RAILWAY & POWER 
COMPANY.—This company was incorporated in New 
York State Aug. 5, with a capital stock of $2,500,000, 
to build a railroad from Niverville, on the Boston & 
Albany, to run east eight miles to Nassau. The prin- 
cipal office will be at Hudson, N. Y. The directors 
are: Louis B. Grant, A. Leonard Brougham, Clarke 
Day, Charles C. Clark, Frank G. Primrose, Benj. F. 
Williams and Isidor Isaacsen, of Brooklyn; Thomas 
S. White, 113 W. 93d St., and Charles H. Werner, 32 
Nassau St., New York City. 


ALGOMA CENTRAL.—Tenders are asked for 
clearing, grading, rock-cutting, etc., for the Michi- 
picoten Branch into Michipicoten Harbor. Plans, 
profiles and full particulars can be had at the office 
of Superintendent of Construction at Michipicoten 
Harbor. The main line as projected is from Sault 
Ste. Marie north along the shore of Lake Superior 
to Michipicoten River. (July 14, p. 514). 


ANN ARBOR.—The new line at Churchills, near 
Pomona, Mich., to avoid heavy grades on the present 


route, is now building. The company is doing the 
work by the day, not by contract. The maximum 
grade will be one per cent. No bridges or trestles 
will be required. (Aug. 4, p. 560.) The cost of the 
work is charged to operating expenses. (Official.) 


ARKANSAS NORTHERN.—This company, re- 
ferred to, was incorporated Nov. 16, 1898, with a capi- 
tal stock of $4,000,000, to build a line from Little 
Rock, Ark., northwest 211 miles to the Missouri line 
and thence to Springfield, Mo. The incorporators 
are: W. B. Worthen, Oscar Davis, T. L. Cox, Morris 
M. Cohn, J. A. Fones, T. H. Bunch, H. L. Remmel, 
J:.o. F. Boyle, A. D. Beach, W. F. Wright, Gordon 
N. Peay and Jno. F. Cox, all of Little Rock, Ark. 
(July 28, p. 547.) 


BALTIMORE, & OHIO.—Surveys are reported in 
progress on the Pittsburgh & Western lines between 
Pittsburgh, Pa., and Akron, O., and it is stated that 
improvements costing several million dollars are to 
be made to bring the line up to the standard of 
the B. & O. 


BUFFALO, DUNKIRK & FREDONIA.—This com- 
pany is being organized in New York State to build 
a railroad from Buffalo southwest about 50 miles via 
Angola and Dunkirk to Fredonia. August Schmidt 
of Buffalo is interested. The Osborne Engineering 
Co. of Buffalo is to make the survey, beginning about 
Aug. 15. 


CALVERT, WACO & BRAZOS VALLEY.—Grad- 
ing has been in progress for about three weeks on 
this line from Lewis, Tex., on the International & 
Great Northern, north about 60 miles through Cal- 
vert to Waco. About five miles of track is laid. 
The company was incorporated June 28 by officers 
of on international & Great Northern. (July 14, 
p. : 


CANADIAN PACIFIC.—George H. Stevel has the 
contract for grading the 40-mile extension of the 
Pipestone Branch in Manitoba. (May 5, p. 323.) 


CHESAPEAKE & OHIO.—Work is in progress on 
the improvements at Newport News, Va., including 
a grain elevator, a merchandise pier and coal pier. 
Work is also in progress on 30 miles of double track 
west of Clifton Forge. (April 29, p. 305). 


CHESAPEAKE BEACH.—Trains began running 
Aug. 4 on the entire line from Washington, D. C., 
east 30 miles to Chesapeake Beach, Md. The ter- 
ininus at the beach is to be known as Chesapeake 
“ity. (July 14, p. 516.) 


CHICAGO & NORTHWESTERN.—Grading is be- 
gun on the extension from Belle Plaine, Ia., north- 
west 100 miles to Mason City to connect with the 
Mason City & Blue Earth branch. Cook Bros., who 
have the contract for building the 10 miles of the 
road in Tama County, began work Aug. 2 and ex- 
rect to have 100 teams and 300 men at work ina 
few days. Right of way has been practically secured 
through the county and building will be rushed as 
fas: as possible. : 

The Harlan & Kirkman Railway has filed amended 
articles of incorporation increasing its capital stock 
from $10,000 to $50,000. This is to be an extension of 
the C. & N. W. from Kirkman, Ia., south about six 
miles to Harlan. It is annourced that building is to 
be begun at once. (H. & K., May 19, p. 359.) 


CHICAGO, BURLINGTON & QUINCY.—Building 
is to be begun at once, according to report, on the 
proposed extension from Hill City, S. D., southeast 
about 12 miles, via Sheridan, to Keystone. About 
four miles is already completed. The entire road is 
to be built this year. (Dec. 2, 1898, p. 867.) 

Track laying is begun, according to report, on the 
extension from Arcadia, Neb., northwest 20 miles to 
Sargeant. It may be extended to Brewster. (March 
31, p. 235.) 

The company has a large force grading the pro- 
posed extension from Grant City, Mo., south 27 miles 
to Bethany, where connection is to be made with the 
line from Chariton to St. Joseph. It is to be com- 
pleted Oct. 1. (April 28, p. 305.) 


CHICAGO GREAT WESTERN.—There is a per- 
sistent report in Iowa that this company proposes to 
build an extension west to Council Bluffs and Omaha 
this year. The company had two routes surveyed last 
year from points on the main line through Iowa to 
Omaha—one from Hampton, Franklin County, known 
as the northern route, and the other from East Peru, 
Madison County, known as the southern route. The 
northern route has been abandoned owing to the 
building of the Fort Dodge & Omaha line through 
the same territory. The southern route, 120 miles 
long, passes through territory little occupied by lines. 


CHICAGO, ROCK ISLAND & PACIFIC.—The Gen- 
eral Manager writes that the company is making a 
survey for the Gowrie & Northwestern from Gowrie, 
Ta., northwest in the direction of Sibley. (July 14, 

. 515.) 

7 He also writes that the company is making sur- 
veys for short lines in Oklahoma, and has practi- 
cally decided to build the Enid & Tonkawa from 
North Enid northeast about 30 miles to a point in 
the vicinity of Tonkawa. The St. Joseph Construc- 
tion Co. of St. Joseph, Mo., has the contract. The 
E. & T. was incorporated late in July. (E. & T., 
Aug. 4, p. 561.) 


CHOCTAW, OKLAHOMA & GULF.—Trains began 
running Aug. 1 between Howe, I. T., and Boonville, 
Ark., on: the Choctaw & Memphis connecting line 
from Howe, 164 miles, to Little Rock, Ark. Rails are 
laid as far east as Danville, about 75 miles. There 
is a heavy cut of 130 ft. in depth within 30 miles 
of Little Rock. Track laying is begun at the east- 
ern end and it is stated that practically all the grad- 
ing for the line is completed. (June 16, p. 439.) 


COLUMDIA VALLEY.—Preliminary surveys are 
reported completed for this line from Wallula, Wash.. 
along the north bank of the Columbia River to its 
mouth. The company was incorporated Feb. 16. L. 
Gerlinger, President of the Portland, Vancouver & 
Yakima, is President. (March 3, p. 161.) 


DAVENPORT, CLINTON & EASTERN.—J. Mc- 
Donald & Co. of New York have the contract for this 
line from a point near Davenport, Ia., to run north- 
east 25 miles, via Le Claire, Princeton and Comancha 
to Clinton, Ia. It is to be completed Dec. 1. The six 
longest grades have a maximum rise of 110 ft. (Aug. 
4, p. 560.) H. B. Schuler of Davenport, Ia., is Presi- 
dent, and C. E. Dearborn, Chief Engineer. (Official.) 


DELAWARE & HUDSON.—Additional tracks are 
to be laid, according to report, in the freight yard 
at Glens Falls, N. Y., and new rails laid between 
Glens Falls and French Mt., three miles. 


DELAWARE, LACKAWANNA & WESTERN.— 
A number of improvements are contemplated in the 
tracks and station at Dover, N. J. It is reported 
aiso that the company will make improvements in 
and around the Poconto Mts. 


DENVER & RIO GRANDE.—W. C. Woodbury & 
Co., Denver, Colo., have the contract for the Rio 
Grande, Pagosa & Northern extension from Gato, 
Colo., northeast about 30 miles to Pagosa Springs. 
(July 7, p. 499.) 


FLORENCE & CRIPPLE CREEK.—Citizens of 
Canyon City, Colo., have petitioned for a branch 
from a point near Russell on this line, to run west 
eight miles to their city. It is stated that building is 
probable. 


GREAT NORTHERN.—Trains have begun run- 
ning, according to report, over the cut-off from Coon 
Creek, Minn., north about 50 miles, to Brook Park. 
(July 7, p. 499.) 


INTERCOLONIAL.—The Dominion supplement- 
ary estimates, recently presented to the House of 
Commons, calls for expenditures amounting to near- 
ly $900,000, chief among which are $250,000 for a 
branch line from Charlottetown to Murray Harbor, 
including a bridge over the Hillsboro River; $77,000 
for an elevator at Halifax; $20,000 for increased ac- 
commodations at the same city; $80,000 for increased 
accommodations at Levis; $114,000 for an elevator at 
St. John, and $49,600 for increased accommodations 
at that city; $40,000 for new engine houses; $30,000 
for refrigerator cars, and $90,000 for new sidings. 


IOWA, MINNESOTA & NORTHWESTERN.—W. 
E. Twogood is reported to have the contract for the 
first five miles out from Belle Plaine, Ia., on this 
line from Blue Earth, Minn., southeast via Mason 
City, Ia., to Belle Plaine. This will connect two sec- 
tions of the Chicago & Northwestern, which is sup- 
posed to be back of the project. W. E. Bryce of 
Mason City, Ia., is President. (July 21, p. 531.) 


JAMESTOWN TERMINAL.—The New York State 
Board of Railroad Commissioners has refused the 
application of this company to build a steam railroad 
about one mile long in Jamestown, N. Y. It was in- 
corporated last November. (Nov. 18, 1898, p. 838.) 


KANSAS & SOUTHEASTERN.—The line from 
Hunnewell, Kan., southeast 21 miles through Black- 
well, Okla., to Tonkawa, has been completed to 
Blackwell. It is controlled by the Atchison, Topeka 
& Santa Fe. (Jan. 20, p. 53.) 


LEHIGH VALLEY.—Three hundred residents of 
pleasure resorts on Conesus Lake have petitioned 
this company to build a spur west to that lake. It 
would run from Lavonia, N. Y., to McPherson Point 
on Conesus Lake. 

The General Superintendent writes that there is no 
ground for the report that the company contemplates 
building a branch line into the city of Williams- 
port, Pa. (Aug. 4, p. 561.) 


LOUISVILLE & NASHVILLE.—Fidler & Car- 
machel, according to report, are building a spur from 
Gallatin, Tenn., to the Sumner phosphate fields. 


McCLOUD RIVER.—The company is extending its 
line from McCloud, Cal., in three directions. One line 
of 13 miles is being built to Ash Creek, one of seven 
miles to Elk Lawn, and one of six miles to Heelers. 
(July 21, p. 581.) These are not intended as per- 
manent lines but are for lumber purposes, though 
the Ash Creek line will probably remain from 10 to 
12 years. (Official.) 


MACON & BIRMINGHAM.—Citizens of Green- 
ville, Ga., have petitioned this company to change 
its line. so as to run through that city. It now runs 
about two miles to the south. 


MARSHALLTOWN & DAKOTA.—Officials an- 
nounce that the line will be completed to Rockwell 
City, In., next spring. The company was incorpor- 
ated ia Iowa in 1895, to build from Story City north- 
west to southeastern Dakota, as an outlet for coal 
mines of Boone County, Ia. The company has since 
bought the Boone Valley Coal & Ry., about six 
miles of track from Fraser to Fraser Junction, and 
is now extending the line to Gowrie. At Fraser 
Junction it connects with the Minneapolis & St. 
Louis, and at Gowrie with the Ruthven, Fort 
Dodge & Shelton division of the Chicago, Rock [Isl- 
and & Pacific, and the Onawa and Moville branches 
of the Chicago & Northwestern. At Rockwell Cii:: 
it will connect with the Fort Dodge & Omaha divi- 
sion of the Illinois Central, and the Fonda & Spencer 
and Storm Lake branches of the Chicago, Milwaukee 
& St. Paul. It will probably not be extended beyond 
Rockwell City for several years. It is understood 
to be built in the interest of the Iowa Central. Ham- 


iltcn Browne of Marshalltown is President. (If. C., 
July 28, vo. 547.) 
MEXICAN INTERNATIONAL.—Regular train 


service was established Aug. 1 on the new branch 
from Clahualilo, Mexico, to Bermejillo, 14 miles. 

The company is also building an extension from 
Durango north seven miles toward Guanacevi. W. T. 
Robertson of Durango has the contract. 


MEXICAN MINERAL.—This company has been 
incorporated in New York, with a capital stock of 
$350,000, to build a railroad in the State of Nuevo 
Leon, Mexico, from Monterey to the San Pedro 
mining district. The directors are: George D. Cook, 
Arthur B. Turner, of Chicago, and William F. Gilles- 
by, Robert S. Towne, Charles J. Nourse, Jr., George 
F. Peabody, Edward M. Shepard, Acosta Nichols, and 
Charles J. Peabody, of New York City. 


NASHVILLE, CHATTANOOGA & ST. LOUIS.— 
Grading is reported in progress for a spur track at 
Dickson, Tenn., to the Standard Oil Company’s coop- 
erage plant. 

An extension is to be built, according to report, 
from Pikeville, Tern., north 40 miles over the Cum- 
berland Mts., to Bon Air. 


NATIONAL YUCATAN SOUTHEASTERN.—The 
directors have appointed the following as their New 
York committee. representing American interests in 
the country: H. P. Booth, of the Ward Line of 
Steamers; W. D. Munson, of the Munson Line; G. 
Martin Brill, of the J. G. Brill Car Co.; J. M. Motley, 
of Thornton N. Motley Co., and Felipe F. Canton, 
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banker and export merchant. At a recent meeting 

of the committee Mr. Booth was elected Chairman 

and Mr. Motley Secretary. This committee will have 

the appointing of an engineer to make profiles of 

the line, which includes some 250 miles of road, and 

4 ~~, the subsequent letting of contracts. (Feb. 
» P. . 


NORTHERN PACIFIC.—Chicago express dis- 
patches state that the line from Fargo, N. D., west 
to Edgeley is to be extended southwest about 60 
miles to Eureka, S. D., terminus of a branch of the 
Chicago, Milwaukee & St. Paul. 


OTTAWA & GATINEAU.—Grading is reported be- 
gun on the extension from Gracefield, Que., north 
28 miles, via Bonchette, Blue Sea and Desert to the 
Maniwaki. J. H. Beemer, of Ottawa, Ont., has the 
contract. (June 9, p. 417.) 


PENNSYLVANIA.—The work on the line between 
Baltimore and Washington is only what has been 
soing on for a number of years, and covers the 
ballasting of the line between those points. (Aug. 
4, p. 561.) As to the relaying of track, there is noth- 
ing more than the usual annual repairs. (Official.) 


PENN YAN, LAKE KEUKA & SOUTHERN.—Ap- 
plication was made last week to the New York State 
Board of Railroad Commissioners for this proposed 
line from Savona, N. Y., on the Erie, to run north- 
west 18 miles to Penn Yan. C. C. Covert of Bing- 
hamton,. N. Y., is interested. (June 9, p. 417.) 


PONTIAC PACIFIC JUNCTION.—Building is be- 
gun on this company’s line from Alymer, Que., north- 
east nine miles along the north side of Ottawa River 
to Ottawa. (June 9, p. 417.) 


PORTLAND, VANCOUVER & YAKIMA.—Thirty 
miles of track was reported laid on this line from 
Vancouver, Wash., northeast 170 miles, to North 
Yakima. Of this 17 miles was completed some time 
ago. L. Gerlinger, Vancouver, Wash., is President. 
(Dec. 30, 1898, p. 938.) 


. POTOSI & RIO VERDE.—Track-laying is reported 
completed for 30 miles toward Rio Verde on this line 
from San Luis Potosi, Mex., southeast 66 miles to 
Rio Verde. It is intended to begin operating 40 miles 
of the line to Albareze this month. Donald C. Brown, 
of San Luis Potosi, Mex., is interested. (Sept. 23, 
p. 697.) 


REYNOLDSVILLE & FALLS CREEK.—Grading 
is reported in progress for an extension from Rey- 
noldsville, Pa., to Hopkins, three miles. It is to be 
completed about Oct. 1. There will be three bridges 
on the line and trestle work at Hopkins. 


RIO GRANDE, SIERRE MADRE & PACIFIC.— 
After a preliminary survey it has been decided by 
the stockholders not to extend this line from Casas 
Grandes, Mex., through the mineral regions of the 
Yaqui gold country, 80 miles. (March 31, p. 236.) 


SABINE HARBOR & NORTHERN.—This com- 
pany was incorporated in Texas, July 28, with a 
capital stock of $300,000, to build a railroad from 
Sabine north 1385 miles to a point on the Houston 
East & West Texas in Shelby County. The head- 
quarters are at Sabine, Tex. 


SAN FRANCISCO & SAN JOAQUIN VALLEY.— 
Track laying was begun at Stockton, July 31, ac- 
cording to report, on the extension of this line 
from Stockton, Cal., west 69 miles to Point Rich- 
mond, opposite San Francisco. W. B. Storey, Jr., 
321 Market St., San Francisco, is Chief Engineer. 
(June 30, p. 483.) 


SMITHFIELD & MASONTOWN.—This company, 
whose incorporation was noted last week, is said to 
be in the interest of the Federal Steel Co., which 
has recently bought coke and coal lands in Fayette 
County, Pa. The line is to run between the places 
named, about 11 miles. (Aug. 4, p. 561.) 


SOUTHERN.—The branch from Burgin, Ky., 
southeast is to extend beyond Lancaster to Jellico, 
according to report, about 40 miles. It is under sur- 
vey. (July 21, p. 531.) 

TIFTON, THOMASVILLE & GULF.—AIl surveys 
have been made and location decided, with the ex- 
ception of getting in and out of Moultrie, on this 
company’s line from Tifton, Ga, southeast 56 miles 
via Houltrie to Thomasville. No general contract 
has been let, but the company is doing its own work. 
It has 25 miles of grading completed and 15 miles of 
track laid, with between 500 and 600 men at work. 
The maximum grades are one per cent., and the 
maximum curves 8°; rail, 60-Ib. The company drives 
the piling for all trestling. The most important 
trestles are at Little River, 900 ft.; Ty Ty Creek, 
725 ft.; Warrior River, 1,100 ft.; Ocopilco Creek, 750 
ft., and Oclocknee River, 1,050 ft. No bids will be 
asked for rolling stock, but the company will buy 
what it wants whenever it has an opportunity at a 
reasonable price. It is expected to have the line 
completed to Thomasville on or before Feb. 1, 1900. 
(July 28, p. 548.) The officers are given under Elec- 
tions and Appointments. (Official.) 


ULSTER & DELAWARE.—Press reports state that 
about 4% miles of grading is completed and the ties 
and rails are on hand for the extension from Bloom- 
ville, N. Y¥., northwest about 20 miles to Oneonta. 


(June 30, p. 484.) 


UNION PACIFIC.—Kilpatrick & Collins of Chey- 
enne, Wyo., who have the contract for building three 
cut-offs between Laramie, Wyo., and Rollins, report 
that the work will be completed about Sept. 15. This 
will shorten the main line about 25 miles, take out 
the sharp curves, do away with a number of bridges 
and reduce the maximum grade to 43 ft. to the mile. 
(May 19, p. 360.) 

Two additional full-length sidings are to be added 
to the yards at Cheyenne, Wyo. 


UTAH PACIFIC.—Track is laid for the entire 
distance to McCune on the Nevada State line for 
this road from Milford, Utah, southwest 75.5 miles 
to McCune. W. D. Hendricks & Sons of Richmond, 
Utah, have the contract. (April 28, p. 305.) 


WASHITA VALLEY.—Contracts for grading will 
probably not be let until winter for this line from a 
point on the Chicago, Rock Island & Pacific, to run 
northwest through the counties of Washita, Custer 
and Mills in Oklahoma, about 100 miles. (July 14, p. 
h15.) F. T. Cook of Cloud Chief, Okla., is President, 
and J. Dalton, Vice-President. (Official.) 


WESTERN OF MEXICO.—General Charles Miller, 
of Pennsylvania, has been in Mexico representing a 


syndicate of Eastern railroad men who propose to 
build this line from Culican, Mex., east 252 miles to 
Bin, Province of Sinaola. (Sept. 19, 1898, p. 603.) 


WHITE PASS & YUKON.—The section from 
Skaguay, Alaska, north 42 miles to Lake Bennett, 
is to be turned over to its owners, Close Bros. & 
Co., Aug. 20. The Pacific Construction Co. of Seat- 
tle, Wash., have the contract. The line, when com- 
pleted, is to be extended some 300 miles further to 
Fort Selkirk, N. W. T. (July 21, p. 531.) 


YANKTON, NORFOLK & SOUTHERN.—Grading 
is to be begun about Sept. 1, according to report, on 
this line from Norfolk, Neb., north 75 miles to Yank- 
ton, S. D. Of this 45 miles is graded, and 25 miles 
of track laid some time ago. Graham & Roby, of 
Norwalk, O., own the line. (June 16, p. 440.) 
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CHICAGO, BURLINGTON & QUINCY.—The new 
$85,000,000 mortgage just given is at 344% and is 
due July 1, 1949, but is subject to call at 105 and 
interest after July 1, 1929. Of the total, $55,000,000 
is reserved to take up old obligations amounting to 
$49,693,500, of which part are subject to call and the 
rest due at varying dates up to 1905. Of the re- 
maining $30,000,000, $1,000,000 is reserved to facili- 
tate the retiring of the old loans; $15,000,000 to re- 
imburse the company’s treasury for expenditures 
heretofore made in acquiring or building lines al- 
ready owned; $14,000,000 for additions and improve- 
ments, including bridges across the Mississippi or 
elsewhere. (Aug. 4, p. 562.) 


CLEVELAND BELT & TERMINAL.—The stock- 
holders on Sept. 5 will vote on a proposition to sell 
= = to the Wheeling & Lake Erie. (May 

» D. 345.) 


COLUMBUS, MARSHALL & NORTHEASTERN.— 
A mortgage for $2,800,000 has been filed by this 
company for its proposed line from Marshall, Mich., 
north about 140 miles to Bay City. (Railroad Con- 
struction column, Aug. 4, p. 560.) 


DETROIT & PERE MARQUETTE.—It is definitely 
determined that the consolidation of the Flint & 
Pere Marquette, the Detroit, Grand Rapids & 
Western and the Chicago & West Michigan will be 
effected under the above title. More than 95% of 
all the stock of the three companies has been de- 
posited under the agreement of consolidation. Un- 
der the agreement the capital stock will be $16,- 
000,000 common, $12,000,000 preferred, and the funded 
debt, including underlying bonds of controlled 
companies, $24,811,465. For a map of the new sys- 
tem, see issue of June 16 (p. 440). 


GALVESTON, HOUSTON & NORTHERN.—The 
stockholders of this company, successor to the 
Galveston, La Porte & Houston, on July 15 author- 
ized an issue of $800,000 first mortgage bonds.. (May 
5, p. 325.) 


LEBANON SPRINGS.—The sale of this property, 
which was to take place at Troy, N. Y., July 29, 
has been postponed until Aug. 12, at ll a.m. This 
is due to a stay granted by Justice Landon under 
an appeal taken by the Receiver, Wm. Foster, in 
proceedings against the road by the Hilton Bridge 
Co. (July 28, p. 548.) 


LITTLE ROCK & HOT SPRINGS.—This company 
has been organized to complete the line of the 
Little Rock, Hot Springs & Texas, which was sold 
at public auction Jan. 4 to the Fordyce syndicate. 
The officers are given under Elections and Ap- 
pointments. 


LONG ISLAND.—The New York State Railroad 
Commissioners, on Aug. 4, granted this company 
permission to issue its $45,000,000 new mortgage 
under the refunding plan. (May 26, p. 380.) 


MEMPHIS & CHARLESTON.—Simon Rothschilds 
of New York, in behalf of the minority stock- 
holders, filed a petition in the United States Cir- 
cuit Court at Memphis, Tenn., Aug. 7, against 
this company and the Southern, seeking to re- 
strain the purchasers from disposing of the prop- 
erty, and asking for a receiver for the same. 
(July 14, p. 516.) 


MINNEAPOLIS & ST. LOUIS.—Redmond, Kerr & 
Co., New York, offer $7,600,000 of the new first and 
refunding mortgage 4% gold bonds, due March 1, 
1949, at 98 and interest. This is a portion of the 
$25,000,000 bonds recently authorized. (May 16, p. 
361.) 


NORTHWEST.—An attachment for $26,000 against 
this company has been filed in favor of Chas. M. 
Reed for money loaned to the company on May 15. 
This company is building from Nagle, Ore., north 
73 miles to Tronne Junction. Isaac E. Blake, 11 
Broadway, New York, is President. (Railroad 
Construction column, May 26, p. 379.) 


OREGON SHORT LINE.—Judge Knowles in the 
United States Circuit Court at Butte, Mont., on 
Aug. 7 ordered a discharge of the receivers of 
the old company. The new company took pos- 
session March 16, 1897. 


PANAMA.—Holders of first mortgage bonds, dated 
Aug. 16, 1897, are notified that the Central Trust 
Co., New York, will receive proposals to absorb 
$150,000 at a rate not to exceed 105 and accrued 
interest, with 5% added to the principal. 


PITTSBURGH, SHAWMUT & NORTHERN.—This 
company was incorporated in New York Aug. 2, to 
take over the following old companies: The 
Buffalo, St. Mary’s & Southwestern, the 
Central New York, & Western, the Cler- 
mont, Mt. Jewett & Northern, the Smith- 
port & Olean, the Central New York & Northern, 
the Mill Creek Valley and the Clarion River. With 
the Central New York & Northern extension re- 
cently authorized by the New York Railroad Com- 
mission, the company will have a line from Mace- 
don, N. Y., on the West Shore line of the New 
York Central & Hudson River, south 350 miles to 
Brookville, Jefferson County, Pa. The authorized 
capital stock is $12,000,000 common, and there will 
also be issued $12,000,000 50-year first mortgage 5% 
gold bonds. Of the bonds, $6,000,000 will be used to 
acquire properties, including the Shawmut Mining 
Co., owning 9,000 acres of coal lands, and the re- 
maining bonds for the building of the needed con- 
necting links between the two terminals and for 
future betterments. The officers of the new com- 
pany are given under Elections and Appointments. 


RIO GRANDE WESTERN.—The company has can- 
celled $800,000 first mortgage 4% bonds held in the 
treasury, and has substituted for the same a like 
mee ng of new first consolidated bonds. (June 16, 
p. : 


ST. LOUIS & SAN FRANCISCO.—Five first mort- 
gage 6% gold bonds of July 29, 1879, have been 
drawn for the sinking fund for redemption at 105 
and interest, at the Mercantile Trust Co., New 
York, after Nov. 1. (April 14, p. 274.) 


STATEN ISLAND RAPID TRANSIT.—The S. I. R. 
T. Ry. (instead of RR.) Co. has been incorpo- 
rated in New York, with a capital stock of $500,000, 
as successor to the old company. The. directors 
are: J. Frank Emmons, J. Van Smith, James M. 
Davis, O. S. Wood, Louis Stanton, Allan M. Jenks, 
Walter T. Lewis, James G. Lynch, Charles B. Hill, 
James H. Jones, Charles Kattenstroth, Edgar 
Geiershoffer and Norman Hall of New York City. 
(April 28, p. 308.) ‘ : 


TEXAS CENTRAL.—This company has made a 
trackage agreement with the Houston & Texas 
Central to run trains over the Waco & Northwest- 
ern Division from Ross, Tex., to Waco, 12 miles. 


VELASCO TERMINAL.—This company, which was 
incorporated some years ago to build terminals at 
Velasco, Tex., was placed in the hands of E. D. 
Dorchester, former General Manager, as Receiver 
on July 26, by order of Judge Thompson at Angle- 
ton, Tex. (Railroad Construction column, April 8, 
1898, p. 266.) 
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Traffic Notes. 


Lines interested in carrying cotton by water from 
Galveston to New York have agreed on a rate of 93 
cents per 100. lbs. for the coming season. Last year 
the regular rate of $1.03 was cut to 80 cents. 


Passenger travel from the East to Colorado is 
unusually heavy this summer. Almost 10,000 round- 
trip tourist tickets were deposited at the principal 
— agencies in Colorado during the month of 
uly. 

Grain dealers at Kansas City are much exercised 
over the withdrawal of the milling in transit priv- 
ilege at that city, which took: place July 1; and 
they are to have a mass meeting to discuss their 
grievance, 

Announcement is made of a new line of freight 
steamers between New York and Glasgow. There 
will be four vessels, all new, and they will begin 
running in October. The New York agents are 
Sanderson & Son. 

The Erie Railroad announces that it will no longer 
be bound by the regular tariff rates on passengers 
from Chicago eastward, the Grand Trunk having 
refused to stop selling excursion tickets to New 
England points at low rates. 

It is announced in New Orleans that the semi- 
weekly Sunset Limited express train heretofore run 
by the Southern Pacific during the winter will not 
be run next season, but that the regular daily 
through train will be improved. 

The State Railroad Commission of Florida is 
prosecuting a suit in the Courts to compel the Sa- 
vannah, Florida & Western and the Florida Central 
& Peninsular to reduce passenger rates to 3 cents a 
mile, as prescribed by an order of the Commission 
issued a year ago. 

The railroads between Buffalo and New York have 
advanced the freight rate on grain coming to Buffalo 
by lake. Wheat to New York is 3.5 cents a bushel; 
corn and rye, 3 cents; barley, 2% cents, and oats, 2 
cents. The advance in wheat is 7% mills; in corn 
7% mills, and in rye 2% mills. On the announce- 
ment of these advances the canal boats raised their 
rates to the basis of 2% cents on wheat. 


Chicago Traffic Matters. 


Chicago, Aug. 9. 

Although rates, both passenger and freight, are 
fluctuating in all districts, they are not attracting the 
attention they would were business less heavy. Traf- 
fic in all directions from Chicago continues at high 
water mark, and cars and engines are all in use. On 
several roads there is a shortage of cars, passenger 
as well as freight, and so long as the tide continues 
to come in at the present volume officers will not 
worry much over real or imaginary infractions of 
the law in rates. 

The absurd and ancient yarn to the effect that the 
roads west of Chicago are considering the establish- 
ment of an interline bureau at the western termini 
of the Eastern trunk lines for the purpose of appor- 
tioning the through first class passenger travel to 
the West, is revived in the local papers. There is a 
fortune ahead for the person who will devise a plan 
for successfully dividing first class passenger busi- 
ness. The nearest this was ever approached was the 
plan of the Chicago-St. Paul lines to divide the traffic 
by diverting excursion and special business, but even 
this remote way of getting at the first class business 
was a failure. First class passengers will continue to 
travel as they please for some time yet. 

The Lake Shore road is doing a big business on its 
improved Drexel boulevard line in this city. The 
earnings of this line for July increased $800 over 
those for July of last year. 

Local passenger men are talking a good deal about 
the action of the Erie road in backing out of the ar- 
bitration on passenger differentials. It has been 
known that the officers of a majority of the differ- 
ential roads have rather frowned upon the plan of 
arbitrating this question, they believing that their 
lines stood a better show of keeping their rates below 
those of the standard roads if the question was al- 
lowed to settle itself, or rather, if the matter was 
allowed to come to an issue through a fight. The ar- 
bitrators are certain, they say, to decide that the 
differentials are now too high, even if they do not 
rule that they be abolished entirely. Then, again, 
many local officers hold that to obey a ruling of ar- 
bitrators would be an agreement on rates and conse- 
quently would be a violation of law. 

All records were broken by the Michigan Central 
in its recent excursion from Michigan to Niagara 
Falls. Just 8,554 persons were carried to the great 
cataract. The movement required eleven trains, and 
every train reached the Falls at the scheduled time. 

Eastbound shipments continue heavy, the last 
weekly total by rail being 95,792 tons, 








